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LIQUOR ON SHIPS 


As the matter stands now, under the refusal of the 
federal court to declare the ruling of Attorney-General 
Daugherty invalid, and unless and until the United States 
Supreme Court overrules the federal court, foreign ships 
—barring the exceptions made temporarily by the fed- 
eral court and the indulgence in the matter of time by 
the government authorities—may not enter United 
States ports with liquor on board, sealed or unsealed. 
It is to be hoped that the Supreme Court will act 
promptly on-the question, when it comes properly before 
it, and that it will find that the present law is capable of 
no such gidiculous interpretation. It would seem that 
the wildest desire of any prohibition heart would be 
satisfied by a ruling that liquor on board foreign ships 
must be sealed while within our ports, and that the 
Congress that enacted the law and the states that ratified 
the eighteenth amendment had no other purpose in mind 
and could have no other purpose, even if the point had 
occurred to them. But if the Supreme Court should 
decide that the stricture against liquor on foreign vessels 
in our ports must stand, then the law should be promptly 
amended to make such folly impossible. Any other 
policy would be morals run wild and justly make our 
country an international laughing-stock. 

So far as American ships are concerned, they are 
obeying the ruling with respect to the carrying of liquor, 
either in or out of port. They are, thus, temporarily 
discriminated against by the policy that permits leniency 
toward foreign ships for a time and will be discrim- 
inated against permanently if the Daugherty ruling is 
Upset or the law amended with respect to foreign 
Vessels. In the latter event, the law should also be 
amended to permit American vessels to carry and serve 
liquor outside the three mile limit. 

We may as well face the issue squarely and not 





attempt to evade it by suggesting this or that remedy 
to overcome the handicap that will be placed on Amer- 
ican shipping. The issue is whether we shall permit 
the idea of prohibition to run riot to the extent that 
it interferes with legitimate and even necessary Amer- 
ican business. Prohibition is meant to prohibit the sale 
and consumption of liquor in the United States. It is 
not meant to prohibit anywhere else. If the extremist 
takes the stand that advantage ought to be taken of the 
law to enforce the dry policy on American ships, en- 
deavoring to compete with foreign ships, because drink- 
ing liquor is wrong, then we imagine he must stand very 
much alone. 

We hope that those who are seeking to make cap- 
ital out of this situation for other policies that they 
believe will foster American shipping, will forego the 
opportunity, at least until they have found it useless to 
expend their energies in trying to bring about a sensible 
program with respect to liquor on ships. Prohibition 
strictures against American shipping might, indeed, fur- 
nish sound argument for excessive subsidy measures, 
but it would be better to remove the necessity for such 
measures. 


ACTION BY THE TRAFFIC CLUBS 


The directors of the Associated Traffic Clubs of 
America have planned an excellent program of trans- 
portation subjects to be discussed at the convention of 
the association next December. Perhaps the most inter- 
esting and important subject in the list, for the reason 
that it is the widest in scope and the most fundamental, 
is thus stated: “Plan for the proper correlation of water, 
rail, and highway transportation.” 


There is undoubtedly a great need for a consistent 
and beneficient policy in this matter. We have now the 
government interested in trying to evolve a plan by 
which the rail carriers, under strict regulation, shall be 
able to earn enough to operate at a profit, after furnish- 
ing adequate facilities to shippers. The government is, 
to some extent, even a financial partner in the railroad 
business, for the reason that, under the present law, it 
receives from every carrier half of any excess over five 
and three-quarters per cent it may earn on the basis of 
its valuation. And yet the government has no policy 
looking toward the compelling of other carriers—by 
water and by motor truck—to pay for the use of the 
waterways and highways, used by them in making 
money for their owners. _We_even find the government 
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Gulf, Mobile and 
Northern Railroad 
Maintains Daily Through Fast Freight Schedules 


via connections at Bells, Jackson, Middle- 
ton, Tennessee, New Albany, Newton, 
Laurel, Miss., and Mobile, Alabama, afford- 
ing quick deliveries between Northern cen- 
ters and Southern and Southwestern points. 


SOUTHBOUND . NORTHBOUND 
73 71 72 74 
9:30 AM 5:00 PM Ly. Jackson Ar. 8:50 AM 10:20 PM 
5:00 PM 12:30 AM Lv. NewAlbany Ar. 1:45AM 3:00 PM 
4:39 AM 1:20 PM Ar. Newton Ly. 12:25PM 2:20AM 
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NEW ORLEANS, LOUISIANA MOBILE, ALABAMA 
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Mississippi 
<# Louisiana & Arkansas Railway 


MR. SHIPPER :— 


The Natchez Route affords a direct route between Eastern 
Carolina and Southeastern Territory and the Southwest. 


Daily through fast freight schedules are maintained. 


Due to absence of large terminals enroute delay at interchange 
points is eliminated. 


We specialize in furnishing our patrons with passing reports. 
It will pay you to investigate. 


Route from the West via Shreveport, La., Stamps or 
Hope, Ark., care Natchez Route. 


Route from the East via Mobile or Hattiesburg, care 
Natchez Route. 


Traffic Department Representatives: 








Cc. G. Lang, R. E. McGrath, S. H. Atkinson, 
Commercial Agent, Commercial Agent, - Soliciting Freight Agent, 
235 City Bank Bldg., 330 Ry. Exchange Bldg., 523 State Nat’! Bank Bldg., 
Mobile, Ala. Kansas City, Mo. Texarkana, Ark. 








Carroll H. Smith, S. E. Jones, E. A. Montgomery E. B. Hickman, H. R. Whiting, 
General Agent, General Agent, General Agent, General Agent, General Agent 
419 Palmer Blidg., 1983 Ry. Exchange Bldg., 535 Whitney Central Bldg., 511 Insurance Bldg., 622 Insurance Bldg., 










Atlanta, Ga. St. Louis, Mo. New Orleans, La. Dallas, Texas. Oklahoma City, Okla. 
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itself operating boat lines in competition with the rail- 
roads. 

We are not prepared to say just what ought to be 
done, in detail, but we are satisfied as to some general 
principles. We believe, first, that the government ought 
to get out of the business itself. It should no more oper- 
ate boat lines than it should rail lines. We are opposed 
to the government being in that sort of business under 
any circumstances and especially so when it is competing 
with private business. Second, we believe that if private 
business finds it profitable to engage in water trans- 
portation it ought to be allowed to do so, but it ought to 
pay for the use of the waterways, which are sustained 
by taxation. The owners of boat lines pay their pro- 
portionate share of the taxes, to be sure, but they should 
pay something besides for the special benefits they are 
receiving. 

The same thing is true of motor truck common car- 
riers. They now pay only what other vehicles pay for 
the use of the roads. They should pay something besides 
for the privilege of using the public highways in the 
carriage of passengers and freight for profit. It might 
be difficult for the federal goverment to regulate this 
matter, but such a policy should be insisted on in the in- 
dividual states. The federal government, it has been sug- 
gested, might influence the situation by refusing federal 
aid for highways in the states that do not adopt a policy 
of compelling motor truck common carriers to pay for 
their use of the roadways. 


We think a commission should be organized to 
study the entire situation and, after due hearings and 
investigation, report a comprehensive and consistent 
plan. The Associated Traffic Clubs cannot do this, but 
they can recommend that it be done. The job itself might 
be done by the proposed Transportation Institute or by 
Congress. Possibly the task might be delegated to the 
Interstate Commerce Commission. 


To the list of subjects announced by the directors 
of the Associated Traffic Clubs—which, of course, may 
be enlarged by proposals made from the floor of the con- 
vention—we should like to suggest that there be added 
another, that might thus be stated: “Kind of appoint- 
ments made to the Interstate Commerce Commission.” 
We have no name to suggest and no locality to favor 
and we do not think the traffic clubs should have any; 
but we do think it is a proper function of these clubs, 
by united action, to impress on the President of the 
United States the importance of appointing the right 
kind of men to the Commissian. 
tially important at this time for the reason that there 
will be a vacancy the first of the year. 


_ We think the traffic clubs should not mince words 
im telling the President of the United States what is 
wanted of him in the character of men appointed to the 
body that regulates the business in which their members 
are interested. They should explain to him why the 
kind of men they are talking about should be appointed, 
and they might even give him some detailed specifica- 
tions to work from. It is easy to say that such an effort 
Would be useless—that, under our system of govern- 
ment, the President will always make appointments to 
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please his political supporters and not with regard to 
peculiar fitness. That is, of course, true, in great meas- 
ure. But, even so, the President can and often does lay 
down limits within which the recommendations of his 
political advisers must fall. 

He does not, for instance, appoint a member of the 
Interstate Commerce Commission who knows nothing 
of transportation or regulation—at least, he seldom does. 
If he goes so far as to require some’ special knowledge 
it is possible that he may be induced to see the need of 
more special knowledge. At any rate, the duty of those 
interested is to try. Nothing was ever accomplished 
without trying. 

Railroad consolidation is another subject that will 
come before the traffic clubs and that may be expected 
to cause considerable debate. We ourselves have no 
favorite plan of consolidation. Our opinion is that the 
present consolidation law is foolish and unneccessary. 
It: requires the Commission to adopt a general plan 
of consolidation and then decide all individual cases 
brought before it in conformity with that plan. We 
think there is no necessity for any general plan and that 
the present provisions of the law and the action of the 
Commission under them are operating to delay what may 
be beneficent plans in the way of consolidations and mer- 
gers. We think the Commission ought to have no hard 
ity over consolidations, but that it ought to have no hard 
and fast plan and that it ought to be permitted to decide 
each proposal brought before it promptly and in the public 
interest. 


SELLING TRAFFIC SERVICE 


(Address by F. M. Andrews, traffic manager, Denver Dry Goods 
Store, Denver, Colo., at a special conference of retail traffic managers 
at San Francisco, October 26, sponsored by the Traffic Group of the 
National Retail Dry Goods Association.) 


When we think of something to sell, our first thought is of 
that which is visible to the eye. The idea of selling service along 
the same lines as merchandise is of recent origin and has grown 
in favor rapidly. 

To many, the traffic man is considered as an expense item 
or as a buffer to handle the technical questions which arise be- 
tween shippers and carriers, but when the subject is analyzed it 
will be found that “service” is the one word which covers his 
activities. 

Traffic work today has reached the point where it is a pro- 
fession and requires the highly trained man. Occasionally you 
see the exceptional man who has acquired the necessary knowl- 
edge to handle the questions put before him without previous ex- 


- perience in the service of the transportation companies; but, no 


matter how he has acquired his knowledge, certain fundamental 
principles are necessary before he can apply for a position. This 
is true for the reason that even though the employer who requires 
your services may not have had the time or, inclination to delve 
into the mysteries of traffic problems, his keen business sense 
tells him whether or not you are capable of handling the prob- 
lems which affect his business. As a general rule retail mer- 
chants have no one in their employ who is familiar with rates, 
routes, and claims, except the traffic man, who should have a 
thorough training to enable him properly to perform his duties. 

In selling traffic service we may feel that our selling is ended 
when we have convinced our prospective employer that we under- 
stand our profession, have a personality equal to that of the 
whole organization, and the ability to grasp the details peculiar 
to the particular business; yet this is not true, for we are re- 
quired to sell and buy service every day we work. 

The old theory that a traffic man, to be successful, should be 
able to show the collection of a large amount of claims, has been 
exploded. Merchandise is purchased to sell in the same con- 
dition as bought, and when you receive goods which are dam- 
aged in transit or pilfered of the sizes which are the best sellers, 
you have lost customers and profit which cannot be recovered by 
the collection of the invoice cost. If you are conscientious you 
are constantly endeavoring to eliminate this evil and to secure 
the cooperation of shippers in properly packing and describing 
their shipments in order to reduce overcharg® claims, regardless 
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of the fact that at the end of the year your report shows a de- 
crease in dollars and cents saving. The traffic man is, therefore, 
in a peculiar position, for he is always trying to effect a saving 
to his employer and sacrificing his desire to show it in a mone- 
tary way. 

We are all purchasers of traffic service from the transportation 
companies and as the days of special privileges, together with 
those of personal sacrifice during the war, are a matter of 
memory, service is the stock in trade of the carriers. You are 
vitally interested in the expedited service you receive, the detailed 
information regarding your shipments, the prompt adjustment of 
your claims and the general cooperation of their employes. 

The welfare of the community demands your cooperation and 
support by the advise you can give through the knowledge you 
have accumulated, and it should be given cheerfully without detri- 
ment to your employer. Further, the duties of a traffic man re- 
quire his working in harmony with all departments of the organi- 
zation and to understand the complexities of the merchandising 
end of the business. 

Let me emphasize again that the one word, “service,” covers 
your entire activities, for when you have a thorough knowledge 
of traffic work, a spirit of co-operation and a personality which 
can stand up under trying circumstances, with the thought of 
giving the best in you, then you need not worry about your future, 
for your honesty and value will be recognized and rewarded. 


FOURTH SECTION APPLICATIONS 


The Commission has decided to inform the public as to the 
applications for permission to disregard the provisions of the 
fourth section filed with it by carriers. It will, therefore, each 
day, prepare an abstract of the applications filed with it, in the 
form it observed in preparing abstracts of fifteenth section appli- 
cations while the law required a carrier, as a condition prece- 
dent to the filing of an increase in rates, to obtain permission to 
do so. The abstracts will be placed on the press table the day 
following the receipt of the application or applications. In an- 
nouncing its purpose to inform the public, it said: 


In order that the public may be informed respecting the 
measure of relief from the provisions of the fourth section of 
the interstate commerce act sought by the carriers, a descriptive 
list of the applications filed for that purpose will be placed on 
the press table the day following their receipt. 

Heretofore the Commission has not offered the public infor- 
mation on the subject until it had issued an order. It has per- 
mitted those who desired to see any or all applications, but has 
not placed them at the disposal of the public by putting them 
on the press table, the method followed in making public com- 
plaints placed on its formal docket. 

_ When the fourth section was amended so as to forbid de- 
partures therefrom, except on permission from the Commission, 
the regulating body received thousands of pro forma applications, 
to continue the departures then in existence. Few applications 
to create new departures were received. Therefore the public 
interest in them was small. 

Now many, if not most, of the applications are for permission 
to create new departures and the public interest in them has 
increased. They have become of interest to shippers because 
applications to make new departures are akin to proposals to 
change rate adjustments. The applications, in many instances, 
are made coincident with the filing of tariffs to make rate changes. 

The Commission’s abstracts will be published in the Daily 
Traffic World and in the weekly Traffic Bulletin, in which fourth 
section orders, based on the hitherto unpublished applications, 
are given to the public. 

The Commission’s notice was given out October 21, dated 
the day before, and in connection therewith it promulgated its 


— abstract, one covering an application of the Florida East 
oast. 


THE FARMER AND TRANSPORTATION 


In an address before the Knife and Fork Club of Kansas 
City, Monday evening, October 23, Secretary of Agriculture Wal- 
lace referred at some length to the effect on agriculture of the 
present high freight rates. He condemned interference with 
transportation caused by strikes and lockouts. He said: 


There are two things about our transportation system which the 
farmers want fixed. 

First, freight rates on agricultural products should be decreased. 
They are too high with relation to the prices the farmers get. Trans- 
ge me is a part of production, so far as agriculture is concerned. 

he farmer pays the freight. He does not want the railroads to 
reduce freight rates so low that they cannot furnish efficient service. 
Service is important to the farmer. But freight rates are now too 
high. The farmers want the railroad people to cut down their oper- 
ating costs, to insist upon a fair day’s work for a fair wage, to move 
their freight cheaper, and thus be able to cut down rates. 

Second, some way must be found to break monopolies of both 
capital and labor and keep them at work. These quarrels between 
the railroads and the workmen, which hang up freight movement, 
must be stopped in some way or other. Farmers are both capitalists 
and laborers. There is more money invested in agriculture than in 
any other industry. There are more working people on the farms 
than in any other sort of work. But farmers get lower returns on 
their invested capital than the railroads get. They work longer hours 
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and for much less pay than railroad workmen. Being both capitalists 
and laborers, the farmers can understand and sympathize with the 
just and lawful aspirations of both capital and labor. More than this, 
the farmers want both to prosper so they can buy their crops at fair 
prices. Farmers recognize the right of capital to organize, becausge 
only in that way can large business enterprises be carried on. Farmers 
also recognize the right of labor to organize and be able to bargain 
effectively with organized capital. But farmers do not recognize the 
right of labor organizations to conspire and tie up railroad traffic, 
Farmers have no sympathy with the sort of lawlessness which we 
had during the railroad strike. There are no words strong enough to 
condemn murder of men, intimidation of women and children and 
wanton destruction of property. The right to work is just as sacred 
as the right to quit work, and must be upheld by all the force of 
organized society. 

Interference with transportation is a direct attack upon the 
farmer and his family. Many growers of perishable stuff have gone 
bankrupt because they could not move their crops. Grain growers 
and live-stock producers have lost millions upon millions of dollars 
during the past six months because railroad owners and railroad work. 
men could not agree. The farmer is sick and tired of this sort of 
business. He cannot stand it any longer. 

There can be no dispute between railroad owners and railroad 
workmen which cannot be settled in an orderly way, with full justice 
to both, without interference with traffic and without imperiling the 
business and lives of innocent people. The rejection of lawful means 
of settlement and the appeal to lawlessness, whether by capital or 
by labor, must stop. If it does not stop, then, in self-defense, the 
farmer will be driven to adopt similar methods. If that should happen 
people in the cities would starve and we would have anarchy instead 
of government. The farmer can take care of himself, and he will if 
he must. He can live on his own farm. But if class is to be arrayed 
against class, if every group is to organize and fight every other 
group, our great republic will break down and with it will go the 
most advanced civilization the world has ever seen. We cannot per- 
mit that to happen. : 

We need less selfishness and more co-operation between the 
various groups which make up our national life. No group can afford 
to exercise its power to the injury of other groups. There must be 
better understanding and a much greater degree of co-operation be- 
tween the farmer, the laboring man, the merchant, the manufacturer, 
the banker, and business men in general. Without losing our indi- 
vidual initiative and the efficiency which grows out of it, we must 
gradually work ourselves over from a nation of extreme individualists 
to a nation of co-operators. Agriculture, industry, commerce and 
finance are partners in the great national enterprise. They must work 
in harmony and good understanding, realizing that they will rise and 
fall together. The national spirit which was so manifest during the 
war will be urgently needed in the years to come if we are to build 
up and maintain a well-rounded national life. 


I. G. N. REORGANIZATION 


The Trafic World Washington Bureau 


The Commission has approved the International and Great 
Northern reorganization plan. Under it the new company be 
comes the International Great Northern. Its capitalization is 
to be increased from $36,960,977 to $44,150,000, but the fixed 
charges of the new company will be $418,175 less than of the 
old company. That reduction is to be accomplished by making 
the payment of interest on $17,000,000 of adjustment mortgage 
bonds contingent on the company earning enough to pay. The 
new company was authorized to acquire and operate the small 
roads mentioned in its application. 

The reorganization plan calls for the acquisition of track- 
age rights between Houston and Galveston, the acquisition 
of control of the Austin Dam & Suburban Railway, with about 
a mile of track and the purchase of $500,000 of the capital stock 
of the Galveston, Houston & Henderson, the amount mentioned 
being one half of the outstanding stock, over which the reor- 
ganized company is to have trackage rights between Houston 
and Galveston. The two properties have been part of the Inter- 
national & Great Northern system for many years. 

To finance the reorganization the Commission authorized the 
issuance of $20,000,000 of first mortgage 30-year 6 per cent gold 
bonds, series A; $17,000,000 of adjustment-mortgage 30-year 6 
per cent gold bonds on which interest is to be paid if earned; 
and $7,500,000 of common stock in $100 par value amounts. Of 
the $20,000,000 of first mortgage bonds, $2,750,000 are to be 
pledged with the Director-General of Railroads to secure a debt 
cf $2,400,000 caused by improvements and betterments put on the 
road by the government during federal control. 

In calculating the amount of capitalization the reorganized 
company is to carry the Commission excluded the $2,750,000 bonds 
pledged for the loan and included the $2,400,000 of the loan. In 
that way it obtained a total of capitalization of $44,150,000 in- 
stead of the larger amount had the $2,750,000 of bonds been i 
cluded at their face. 


EQUIPMENT TRUST ISSUE 

The Commission has authorized the Seaboard Air Line 10 
assume obligation and liability in respect of $2,560,000 equi> 
ment trust certificates to be issued by the Chase National Bank 
of New York. The certificates are to be sold at not less thal 
96.63 per cent of par. The money is to be used in buying three 
mikado type locomotives and for the reconstruction of 12 
wooden box cars, 900 steel underframe box cars, 850 steel under 
frame drop bottom gondola cars and 100 all-steel phosphate cars. 


ABANDONMENT APPLICATION 
The Madison Southern has asked the Commission fot 
permission to abandon the operation of its line in Madiso2 
county, Florida. The part of the line to be abandoned is 67 
miles long. 
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Current Topics 
in Washington 





oy 
The Bugle Call of Labor.—Every other year Samuel Gompers 
and Other officials of the American Federation of Labor hitch 


their chairs near the typewriter and pour hot, denunciatory - 


words into the ears of the operator about the duty of voters at 
the election about to be held. M. Gompers and his associates 
have performed the biennial rite this year in what they call 
4 bugle call to duty, with purple ink. They have pointed out 
the sins of the reactionaries in Congress, the same being those 
who did not agree with Mr. Gompers and his associates as to 
what would be for the best interest of the country. In prac- 
tically every district in the nation, they have assured their 
followers, the “choice lies between progress and reaction.” In 
what seems to be a gesture of emphasis, they have declard that 
there is a Somewhat popular impression that only those elections 
are of Supreme importance in which a president is to be elected. 
That, they assert, is not the case. This election—and every 
election, they add—is of supreme importance if the issue is be- 
tween progress and reaction. The bugle call, however, did not 
define, directly, what constituted the forces of reaction. It 
described them by implication, as all those who voted for the 
things Congress did or tried to do. It asserted that the forces 
of reaction wanted to remove the excess profits taxes and im- 
pose a Sales tax. Inasmuch as the sales tax was proposed by 
William Randolph Hearst, who has made a specialty of standing 
as the friend of “labor,” he is now classed among the forces 
of reaction. The bonus bill was killed, according to Mr. Gom- 
pers, by the forces of reaction. They passed something they 
knew the President would veto, because, Mr. Gompers asserted, 
they were more interested in doing favors for bankers than 
for soldiers. Ship subsidy, he said, was brought forward by 
reaction aS a measure for the ostensible purpose of building up 
a merchant marine. Mr. Gompers said it was found to be 
“steeped in iniquity of the most brazen and glaring kind, in- 
tended to make the government the limitless benefactor of pow- 
erful private shipping interests and intended to take from the 
workers at sea the rights and the freedom which they had won 
for them through the seaman’s act,” commonly called the La 
Follette law. Compulsory labor, Mr. Gompers said, was also 
fostered by the reactionary leaders of Congress and was pro- 
posed in a bill introduced by Senator Poindexter. That bill, 
Mr. Gompers said, did not become law for the “sole reason that 
labor was eternally vigilant and labor’s friends were ever on 
the watch.” Teeth in the transportation act were called for 
by the reactionary leaders, said he. Teeth, he said “meant 
compulsory labor for the workers and do as you please for the 
railroads.” The reactionary leaders, he said, had been con- 
sistent in their hatred of labor, in “their determination to de- 
trive the workers of rights and liberties, in their envenomed 
aid unenlightened policy of making for the rich and powerful a 
Roman holiday at the expense of those who toil.” According to 
Mr. Gompers, this Congress, like Sodom and Gomorrah, did 
not contain one good man, and the subserviency to Wall street 
was patent. Railroads, he declared, chained to the Wall street 
chariot, failing because of their burden of water and over- 
capitalization and because of their lack of intelligent, fearless 
management in the interest of the service, sought and got mil- 
lions from the government treasury. Their profits, he said, 
Were guaranteed by their friends in Congress; And, in turn, he 
said, their friends in Congress applauded their efforts to beat 
down the railroad workers and destroy their unions. In finish- 
Ing the bugle call, Mr. Gompers said this Congress must not 
be the next Congress, that plundering must stop, and all workers 
must rally to the defenders of freedom and progress, not one 
ot whom, however, he named. 





Freedom of Speech and Press.—Receipt of the Gompers 
bugle call, by the newspaper correspondents to whom it was 
‘ent for circulation—without price—caused some smiles of de- 
sion over the much talking the labor leaders have been doing 
about the abridgment of constitutional rights concerning which 
‘rt, Gompers began talking as an accomplished fact as soon as 
Attorney-General Daugherty applied for an injunction in the 
shopmen’s strike. Mr. Gompers was not hesitant in calling 
Members of Congress who refused to investigate Mr. Daug- 
herty’s act, all the pet names of denunciation he could think 
of, and, apparently, without thought on his part of being 
talled to account. In other words, the abridgment Mr. Gomp- 
*s had been talking about did not put him under any restraint. 

® bugle call seemed to bear evidence of having been prepared 
Without restraint—and also without much thought on the part 
the venerable leader of organized labor. It seemed to be 
: more than a stream of words calculated to make the unthink- 
ne believe they had been abused shamefully by the man who 
ad been elected by the greatest plurality ever given a candi- 


date for any office and those on the ticket with him. It also 
seemed to the recipients of the bugle call that Mr. Gompers 
had an extremely small sense of humor that day, else it would 
have occurred to him that men elected by such pluralities 
would not likely pay much attention to the plans for the salva- 
tion of the country laid down by him, since he had opposed the 
election of practically every man constituting the majority. 
But, during the two years of the life of the Congress he holds 
in such light esteem, he continued to scold, even more so than 
the acknowledged leaders of the opposition party, one of 
which Mr. Gompers is not supposed to be. He said the civil 
service had fallen into the hands of the politicians. Yet his 
son was continued in a responsible civil service place, just as 
if the politicians were not in control. 





Consolidations and Leaseholds.—While there is a great dis- 
tinction in law, between the consolidation of railroads and the 
acquisition of one railroad by another by means of stockholding 
and leasing, the application of the Southern Pacific for per- 
mission to acquire control of the Central Pacific by means of 
stock purchase and lease has served to direct attention to the 
consolidation hearings the Commission is to resume November 
17. There is no distinction between the two kinds of trans- 
actions, so far as service to a shipper is concerned. That is 
probably why there has been no sharp distinction in the dis- 
cussion caused by the Southern Pacific application. A consolli- 
dation means the disappearance of one or both companies and 
the appearance of a new one or the survival of one of the two, 
with the other merged in it, so that the identity of the 
one that has disappeared has been lost. In the case of a lease 
such as the Southern Pacific has proposed, the unity lasts only 
until the parties agree to discontinue, or until the term of the 
lease runs out. In the event the Commission should act favor- 
ably upon the application of the Southern Pacific, the Central 
Pacific would continue as a corporate entity. Inasmuch as the 
Southern Pacific owns the stock of that company, it could cut 
the Central Pacific adrift instantly. The minority stockholders 
in the Central Pacific, if any, and if of size enabling them to 
act, alone could challenge such action on the part of the South- 
ern Pacific. The latter, in any negotiations looking toward the 
termination of the lease, would merely have its right hand to 
ask its left if that was not the proper thing to do. In law, 
however, there would be the fiction of an agreement—of a 
meeting of the minds of two separate and distinct corporations. 
In the event the two companies were consolidated, in a law 
sense, there would be only one corporation where there had 
been two. In permitting the New York Central and the Penn- 
sylvania to take leases on the properties of their subsidiaries, 
the Commission inserted a proviso in its orders to the effect 
that the leases should not run beyond the time, if ever, the 
parent companies desired to get rid of the stock of the sub- 
sidiaries. In other words, the Commission, as a condition 
precedent to the approval of the leases, said whether the New 
York Central nor the Pennsylvania should get rid of its financial 
interests in the subsidiaries while it held their properties by 
means of the leases. It tied the stock and the leases together 
so that the parent companies could not divest themselves of 
the responsibility of stockholders while continuing to hold the 
property represented by the stock. 





Labor Also Has Its Fictions.—Law and literature are not the 
only possessors of fictions. An announcement by the Inter- 
national Association of Machinists calls attention to what it sets 
forth as a fact—that the strike of the shop crafts is still on and 
that 200,000 men are still on strike. The crafts have made 
settlement with only about 100 railroads, the machinists officials 
said. The other railroad companies, thus far, as ever since 
July 1, have declined to yield on the issue of seniority created 
when the strikers said they would come back if the railroads 
would forgive them and give them back everything they had 
thrown away. The announcement, it is believed, may be taken 
as painfully accurate—from the point of view of the men who 
gave up their jobs. As to the railroads involved, that is another 
matter. Some of them, it is understood, could use more ex- 
perienced men, but the experienced men who say they are on 
strike, are not worth so much more to the railroads needing 
them as to make it a gainful trade for the railroads to dismiss 
the men now employed and give back the strikers the status 
they had prior to the strike. The announcement by the machin- 
ists, it is suggested, shows how hollow were the claims of 
victory made by Jewell and his associates when they called off 
the strike on the railroads that agreed to make separate settle- 
ments. Such settlements could have been had by the strikers 
on many roads before the strike was called and at any minute 
after it was begun—if Mr. Jewell had permitted the strikers to 
make them. No organization of railroad executives ever pre 
tended to speak for the railroads as a unit. Mr. Jewell, how- 
ever, always claimed to speak for all the men on all the railroads 
and agreement to make individual settlements was a retreat 
“on a wide front.” 
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Behold the Woman.—Mrs. A. D. Hechmer, a member of the 
bar, formerly employed by the Commission, participated in the 
arguments in a reparation case before the Commission a few 
days ago. Her opponent was E. C. Blanchard, also a former 
employe of the Commission, now one of the attorneys for the 
Director-General. Miss Hechmer was thrust into the case at 
the last minute owing to the inability of C. R. Marshall to 
return to the city in time to make the argument he was 
scheduled to present. It was not an exciting case, Miss 
Hechmer having no more to do than to praise the wisdom of 
the examiner who had recommended reparation on shipments 
of stone down to the basis of 4 cents per 100 pounds. Mr. 
Blanchard had the not over-pleasant duty of admitting that the 
rate charged by the Director-General was unreasonable, but not 
so unreasonably high as the examiner had said the Commission 
should find it to have been. Miss Hechmer dryly remarked that 
the rate recommended by the examiner was also the rate which 
the New England and the eastern rate committees had said 
should be made. She seemed to prefer the judgment of the 
examiner and the two committees to that of Mr. Blanchard, or 
even to that of any other lawyer for the Railroad Administration. 
Miss Hechmer is not the first woman to appear before the 
Commission as attorney, but the number of appearances by 
members of her sex has not been so great as to make them 
commonplace. In fact, when it became known that Miss Hech- 
mer was to appear, the report was spread that her appearance 
would be the first. The old-timers, however, said that there 
had been one or two other women before the Commission to 
argue cases. They, however, were specialists, one on refrigert- 
tion and another on diatetics, while Miss Hechmer appeared 
merely as a member of the bar, prepared to discuss any law 
point connected with the case. 

A. HE. H. 


CONSOLIDATION HEARING 


(Special correspondence from Atlanta, Ga.) 


Representatives of the principal short-line railways of the 
southeast presented testimony before the Interstate Commerce 
Commission in Atlanta October 19 as to the proposed consoli- 
dation of the railroads of the south into three regional systems. 
Examiner T. P. Healey, of the I. C. C. presided. 

Witnesses for the short lines presented statistical data, 
location maps, and information designed to aid the Commission 
in allocating each short line with the proper trunk system, and 
in some cases expressed their preferences as to which system 
their lines should be connected with. Ben B. Cain, general 
counsel for the American Short Line Railway Association, con- 
ducted the direct examination. 

H. W. Woolf, vice-president and general manager of the 
Atlanta & St. Andrews Bay Railway, which extends between 
Dothan, Ala., and Panama City, Fla., said his railroad intended 
extending its line from Dothan to Columbus, Ga., and that in 
the near future it would install modern docks at Panama City. 
He said the lumber industry now provided the principal traffic 
handled, and that the L. & N. Railway seemed to give it better 
service in hauling lumber to distant markets. 

J. A. Sisk, superintendent of the Appalachian Railway, be- 
tween Ela, N. C., and Parsons Junction, N. C., thought his road 
should be allocated with the Southern, since this system was 
the only one which connected with the Appalachian. : 

Charles Gay, Jr., representative of the Savannah & Atlanta 
Railway, extending between Savannah and Camak, Ga., asked 
that the Commission not allocate his line with any system, but, 
in view of its future development, leave it independent. 


Sturgis G. Bates, receiver of the Eastern Kentucky Rail- 
way, between Riverton, Ky., and Webbville, Ky., also asked that 
his line be not allocated. He said that to line up that road 
with some trunk line, such as the Chesapeake & Ohio, would 
limit the market of the coal which his line handled, and also 
limit the prices obtained for it.. He said his line, from a rate 
point of view, should be considered in eastern territory rather 
than southern. 


J. L. Lovvorn, of the Bowdon Railway, between Bowdon and 
Bowdon Junction, testified that his line’s main junction was 
with the Central of Georgia. 


James Gayle, president of the Carrollton (Ky.) & Worth- 
ville Railroad, said his line could be allocated only with the 
L. & N., the junction being at Worthville. 

F. P. Lockhart, of the Gainesville & Northwestern Railway, 
requested the Commission to allocate it with the Southern 
Railway. 

F. E. Gillis, of the Tennessee, Kentucky & Northern, testi- 
fied that his line joined the Tennessee Central and therefore 
should be allocated with the system embracing this line. 

A number of other witnesses presented evidence, written 
and oral, as to their lines. The short lines not represented by 
official witnesses were represented by J. A. Streyer, of the 
American Short Line Railway Association. 

A complete railroad system which would have the Seaboard 
Air Line as its backbone, and which, they say, would conform 
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with the Commission’s plan to consolidate the southern lines 
into three or four main systems, was suggested by representa- 
tives of the Georgia, Florida & Alabama Railroad, who testified 
October 20. 

J. L. Nisbet, general agent, and C. L. Senter, traffic man. 
ager, both of Bainbridge, Ga., were the principal witnesses for 
the Georgia, Florida & Alabama. They first stated the provi. 
sions under which their line would be willing to be allocateg 
with the Southern system, the Illinois Central system and the 
Louisville & Nashville system, suggesting changes in the ten. 
They next ex. 
plained why a Seaboard system would be most desirable for 
their interest and that of the public, and proceeded to suggest 
such a system. 

“If it is decided that the Seaboard Air Line is to be made 
the backbone of a system,” said Mr. Senter, “and sufficient ex. 
tension is added to give such a system an outlet to the Missis- 
sippi, the Ohio and the coal fields, so that it will be on terms 
of equality with the other proposed consolidated systems of the 
South, the Georgia, Florida & Alabama would desire to be in- 
cluded in such a consolidated system. 

“With no idea of being presumptious, it appears to this line 
that to suggest that the Seaboard Air Line Railway, the St. 
Louis & San Francisco Railway (Memphis to Birmingham), the 
Western Railway of Alabama (Selma to Montgomery), the 
Southern (Selma to Meridian and Warm Springs to Columbus), 
the Alabama & Vicksburg Railway; the Atlanta, Birmingham 
& Atlantic Railway, the Carolina, Clinchfield & Ohio Railway 
and the Georgia, Florida Alabama Railway should comprise a 
consolidated system which could be effective as one of four 
consolidated systems in the South without disrupting to any 
great extent the other proposed systems.” 

J. W. Greer, city manager of Tallahassee, Fla., and Colonel 
T. J. Appleyard, representing the Chamber of Commerce of that 
city, appeared in the interest of constructing a strip of railway 
between Perry and Tallahassee, Fla. 

Among the other witnesses were J. C. Knapp, for the Green 
County Railway; W. B. Coats for the Alabama Central and the 
Birmingham, Selma & Mobile Railway; R. E. Akers, for the 
Knoxville & Carolina Railway; and A. S. Holcomb, for the 
Washington & Lincolnton Railway. J. A. Streyer, traffic man- 
ager of the American Shortline Railway Association, conducted 
the examination of witnesses. 

Approximately forty out of the 200 short-line railways of 
the Southeast were represented at the Atlanta Hearing. 

The Atlanta hearing adjourned shortly after noon, to be 
resumed, under Examiner.T. P. Healey, in Columbia, S. C., Octo- 
ber 21. 


NEW HAVEN’S FAST WORK 


The Trafic World Washington Bureau 


Every one of the New York, New Haven & Hartford’s tariffs 
has been revised so as to show the changes made in the rates 
by the Commission’s report in “Reduced Rates, 1922.” Every one 
of the special supplements authorized by special sixth section 
permission No. 59060 has disappeared from the New Haven’s files. 
The tariffs, having more than 2500 pages, have been brought into 
the form required by the rules of the Commission. 

This feat, accomplished in three months, by the men in the 
office of H. L. Sheffield, chief of the New-Haven’s tariff bureau, 
puts the New Haven more than a year ahead of the time allowed 
under the rules of the Commission for the accomplishment of the 
task. When the Commission permitted the railroads to file 
blanket connecting link supplements, it put out rules saying 
how much of a revision for the elimination of the supplement 
must be accomplished in three periods of six months each. In 
other words, it allowed the railroads eighteen months in which 
to revise the tariffs and put them in regular form. The work 
done by the New Haven pleases the tariff men of the Com- 
mission. They hope the example will be followed by the tariff 
offices of other carriers. 

It is believed that this revision and re-issue of tariffs in such 
a. short period will be as big a help to the accounting and claims 
department of the New Haven as the tariff men of the Commis 
sion believe it will be to them. The Commission men figure that 
the revision and re-issue will keep down over- and under-charge 
claims. 

The New Haven is the first class 1 road to accomplish the 
revision and re-issue of tariffs. Some of the smaller roads, it 
is believed, have completed the task but no other class 1 carrier 
has done so, so far as an ordinary check by the tariff men of the 
Commission shows. 





A. R. A. SESSION POSTPONED 
The American Railway Association announces that, in vieW 
of present conditions, the board of directors is of the opinion 
that the best interests of the association will be conserved 
by changing the date of the regular session. Notice is givel 
therefore, that the annual session (November 15, 1922) has bee? 
postponed. The board will later select a date for the sessi02. 
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Decisions of Interstate Commerce Commission 


FIRST FINAL VALUATION REPORT 


In a report on valuation docket No. 51, Evansville & Indi- 
anapolis Railroad Company, opinion No. B-4, 75 I. C. C. 443-62, 
the Commission, October 21, promulgated its first final valuation 
report, under the so-called La Follette amendment to the inter- 
state commerce law passed by Congress in 1913. The property, 
now known as the Evansville, Indianapolis & Terre Haute, 
owned by the Big Four, wholly owned and used by the company 
is given a final value, as of June 30, 1915, of $2,250,000. The 
company uses property, which it does not own, valued at $291, 
so the total value of property used as set down at $2,250,291. 

The final value was that set by the Commission in its ten- 
tative and supplemental tentative valuations. The company’s 
receiver filed a protest and. the Big Four was given notice of 
a time for hearing on the subject, but neither the receiver nor 
the Big Four appeared when the protest of the receiver was 
set down for hearing. The Big Four, in fact, said it would 
allow.the valuation to be set by default. 

Commissioner Daniels concurred in the result, but criticized 
his colleagues for not ‘following the mandate of the statute to 
report the “methods of valuation employed.” The Commission 
did not do that. It merely set forth the results of the methods 
employed. 

Commissioner Eastman was so dissatisfied with the manner 
in which the Commission had done its work that he dissented. 
Commissioners Potter and Cox joined with him in his dissent. 
Commissioner Hall took no part in the case. In his dissent 
Commissioner Eastman said: 


This is the first case in which the Commission has fixed the 
so-called final value of the property of any carrier. The report 
does not indicate in any way the method or process by which 
that value was determined, and yet this is the thing of crucial 
importance in our valuation work. Fundamental questions of 
law and public policy are involved, many of which have been 
argued before us in contested cases, no one of which has yet 
been decided. So far as I know, these questions have not been 
determined by the Commission. Until they are determined and 
the reasons for the conclusions reached have been made known 
I believe that we ought not to attempt to fix the “final value” of 
any property. The fact that in this case no protests are now out- 
Sting is not conclusive that the value stated is the ccrrect 
value. 


PRESS RATE RULING 


The Commission, in a report written by Commissioner Hall, 
has dismissed No. 12159, Consolidated Press Associatton vs. West- 
ern Union Telegraph Co., opinion No. 7897, 73 I. C. C. 479-82, hold- 
ing the rates charged on messages sent by the complainant were 
applicable and not unreasonable or unduly prejudicial. The 
Commission’s report differs materially from the recommendation 
of the examiner. 

The question in the case was as to whether what the com- 
Dlainant sent to various newspapers was entitled to the press 
rates or whether the commercial rates were properly assessed. 
The complainant sells news articles to newspapers. It alleged 
the Western Union had refused to apply the press rates on 
humerous messages relating to news articles, tendered at Wash- 
ington, D. C., for transmission to newspapers in various states, 
and that the charges on such messages were and are unjust, un- 
reasonable and unduly prejudicial. Commercial rates were as- 
sessed and collected. Commissioner Hall divided the issue into 
parts: First, whether the Western Union properly construed 
and applied its rules relating to press rates, and, second, if so, 
whether such rules were unreasonable or unduly prejudicial. 

Commissioner Hall contrasted typical messages, one sent by 
the news service of a newspaper, and one sent by the com- 
Plainant. The querying message sent by the newspaper news 
service was as follows: 


Post, Washington, D. C. 

1l1—Draper London. Austrian situation so bad anything may hap- 
bPen—thousands quit work. General strike anticipated. Meetings urge 
German alliance or soviets—500. ° 

12—Courtney Paris. Briands speech which won confidence vote 
shows hes determined to pay. Tells extremists their policy means 
mevitable war. Catholics disstatisfied with his reference to Vatican 
—800. Tribune NS. 


The one sent by the complainant was as follows: 


Times Union, Albany, N. Y. 
ob Small who traveled with Taft and recently went with Cox 
will cover Harding for Consolidated Press beginning December thirteen 
stop Pittsburgh ader Saint Louis Post Dispatch Philadelphia Bul- 
om Buffalo News and other leading newspapers have ordered service 
op Price is fifteen dollars weekly press rates collect from New York 
seeest that as territory being closed rapidly and this offer sent 
Multaneously to other Albany newspapers you wire decision promptly. 


th The decision turned, finally, on the word “strictly” used in 
€ telephone company’s rules to qualify the words “newspaper 





specials.” The rules limit the press rates to queries “relating 
strictly to newspaper specials transmitted or to be transmitted.” 
Mr. Hall said queries were necessary to facilitate the gathering 
and spreading of news and were so intimately connected with 
the news articles to which they referred that they had been 
given the same rates. 

The Commission held that the typical message quoted by 
the complainant as a query sent by it was not a query, because, 
while it related to newspaper articles to be transmitted, it did 
not relate strictly thereto. It said the message was primarily 
a commercial one. 


FUEL OIL REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 12759, Samuel J. Black, trustee in bank- 
ruptcy, for Warren Oil Company of Pennsylvania vs. Chicago 
& Alton et al., opinion No. 7908, 73 I. C. C. 519-20, as to rates on 
fuel oil, in tank cars, from Hodge and Fort Worth, Tex., to 
Joliet, Ill., between April 4 and September 20, 1920. The ap- 
plicable rates, not collected in all instances, were 39.5 cents 
prior to August 26, 1920, and 53.5 thereafter. The Commission 
held the applicable rates unreasonable to the extent they ex- 
ceeded 37 and 50 cents, the rates from Bangor, Hodge and Fort 
Worth being intermediate, on the route to Joliet. The rate now 
from the points involved is 45 cents, the result of the Commis- 
sion’s decision in Western Petroleum Refiners’ Association vs. 
Director-General, 66 I. C. C. 426. The Commission, however, 
said the rates established as a result of that general investiga- 
tion, were not determinative of the reasonable rates for the 
periad covered by the complaint, especially in view of the fact 
that the rates prescribed as part of that general inquiry were 
for the future only. 


FIXED PRICE NOT REPARATION BAR 


The fact that the government fixed prices on coal during 
much of the war period was no bar to recovery on account of 
unreasonable rates, under the ruling of the Commission, written 
by Commissioner Meyer, in No. 11523, City of Clarksville, Tenn., 
et al. vs. Director-General and Louisville & Nashville, opinion 
No. 7904, 73 I. C. C. 509-10. In the original report, 66 I. C. C. 529, 
the Commission found rates on coal in effect in the period be- 
tween June 25, 1918, and October 9, 1920, from mines in western 
Kentucky, served by the Louisville & Nashville, to Clarksville, 
were unreasonable. The case was held open for proof of damage. 

Upon further hearing the city of Clarksville and others made 
proof of shipments and the payment of freight charges. The 
Director-General was not satisfied with that kind of proof. He 
endeavored to show that certain of the complainants engaged 
in the sale of coal at retail had not proved damage for the rea- 
son that during much of the period in question the prices of 
coal were subject to the regulation of the federal government, 
through the Fuel Administration, and that at least on some of 
the shipments the complainants sold their coal for prices which 
included the freight charges paid and the margin of profit al- 
lowed by the Fuel Administration. 

“If complainants have paid and borne, as transportation 
charges, unreasonable rates, they are entitled to reparation,” 
said Mr. Meyer. “They have ‘paid cash out of pocket that should 
not have been required of them.’” Southern Pacific Co. vs. 
Darnell-Taenzer Co., 245 U. S., 531. 


FRUIT RATE UNREASONABLE 

In a report on No. 12542, Arizona Copper Company, Ltd., vs. 
Arizona & New Mexico, Director-General et al., opinion No. 7901, 
73 I. C. C. 493-5, the Commission held unreasonable and awarded 
reparation, rates on fresh fruits and vegetables, in mixed car- 
loads, from Los Angeles, Casa Blanca, Pomona and Porterville, 
Calif., to Clifton, Ariz., the shipments involved moving between 
May 29, 1919, and August 17, 1921. The complaint alleged they 
were unreasonable to the extent they. exceeded the class C 
rates and, in addition, in violation of the fourth section. The 
Commission found the rates from Los Angeles and points taking 
the same rates, to Clifton, were unreasonable prior to August 
26, 1920, to the extent they exceeded $1.39, and after the date 
mentioned to the extent they exceeded $1.74; and that the rate 
from Porterville, to Clifton, was unreasonable to the extent it 
exceeded $1.455 prior to August 26, 1920. It gave reparation 
down to the bases mentioned. 


STEEL INCREASE NOT JUSTIFIED 


The Commission, in a report on I. and S. No. 1562, Iron and 
Steel Articles from Utah Common Points to California Points, 
opinion No. 7898, 73 I. C. C. 483-7, has held as not having been 
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justified, an increase in the rates on iron and steel articles, car- 
loads, from Midvale, Utah, in common point territory, to destina- 
tions in California embraced in groups 3 and 4, as defined in 
Gomph’s I. C. C. No. 550. The increase would have been from 
75 cents to $1.08. The carriers proposing the increase said the 
steel manufacturers of the San Francisco Bay region had com- 
plained that the 75 cent rate was too low in comparison with 
their rates to the group 3 and 4 destination. The increase would 
have brought the Utah rate to the level of the Minnequa, Col., 
rate. The Commission said it could not approve a parity in rates 
in which the Utah point had an advantage of approximately 600 
miles in distance.’ It also said a spread of 33 cents between rates 
to groups 1 and 2 and groups 3 and 4 also seemed unwarranted 
in view of the fact that group 3 points were only about 80 miles 
more distant on the average, than groups 1 and 2. 


MUSCATINE-HAWTHORNE SAND RATES 


A finding of unreasonableness, an award of reparation and 
an order to establish rates for the future have been made in 
No. 12125, American Magnesia Products Co. vs. Muscatine, Bur- 
lington & Southern et al., opinion No. 7907, 73 I. C. C. 517-8. 
The Commission held the rates on sand from Muscatine, Ia., to 
Hawthorne, within the Chicago switching district, unreasonable 
to the extent they exceeded, on shipments between July 6 and 
August 2, 1920, $1.50 per net ton; that the present rate is and 
for the future will be unreasonable to the extent it exceeds or 
may exceed $1.50 per ton, increased in accordance with the rule 
in Ex Parte 74 and decreased in accordance with Reduced 
Rates, 1922. A rate so arrived at is to be published not later 
than December 26. 


IRON AND STEEL TO SOUTHEAST 


In a report on I. and S. No. 1590, iron and steel articles 
from Ohio and Mississippi River crossings to the southeast 
(mimeographed without opinion or page numbers), the Commis- 
sion has found justified proposed increased rates on iron and 
steel articles rated “Special Iron” in southern classification, 
from Ohio River points, St. Louis, Mo., and points taking the 
same rates to points in Carolina territory, Augusta, Ga., south 
Atlantic ports, and points taking the same rates, to the extent 
that the increases do not exceed the existing rates to Virginia 
cities from the same points. To the extent the proposed in- 
creased rates exceed those to the Virginia cities from the same 
points of origin they have not been justified, the Commission 
said. It said that this revision is not intended to be permanent, 
and that different conclusions may be reached as a result of its 
present investigation into southeastern rates. It said that its 
findings should not be understood as requiring a reduction in 
existing rates. 

Manufacturers and jobbers at Ohio River points and St. 
Louis protested against the suspended schedules. The protest- 
ants’ particular grievance, the Commission said, lay in the fact 
that no increases were proposed from Pittsburgh and Birming- 
ham, where their two chief competitors were located, or from 
Atlanta. It said they contended that under the present adjust- 
ment their competitors enjoyed rates relatively as low as, or 
lower than, their rates. This, however, did not appear to be 
correct so far as rates from Pittsburgh are concerned, the Com- 
mission said. The Southern Ohio protestants said that to the 
Carolinas and the southeast they were accorded a basis of rates 
lower than from Pittsburgh, and that these were the only re- 
maining instances where they derived any advantage from their 
proximity to those destination territories. They said that un- 
der the proposed rates either they would be deprived of any 
advantage over Pittsburgh, thus rendering them unable to ship 
to those territories, or their advantage would be so radically 
reduced as to be of little benefit to them. 


The respondents said the proposed rates were meant only 
for temporary relief to the Virginia cities until a permanent 
revision was later authorized in the pending Southern Class 
Rate Investigation case. It was their contention that Carolina 
rates should be higher than the Virginia cities rates. 

The Commission has ordered the cancellation of the sus- 
pended schedules by November 25 and has authorized the pub- 
lication by that date on five days’ notice of new ones in con- 
formity with the report. 


ANIMAL MANURE RATES 


Animal manure rates from points in Nevada to destinations 
in California have been found unreasonable and _ reparation 
awarded, in a report on No. 12294, Calidava Fertilizer Co. vs. 
Southern Pacific, Director-General, et al., opinion No. 7902, 73 
I. C. C. 496-504. The report also covers No. 12306, E. W. 
Fallini vs. Southern Pacific; No. 12540, Same vs. Same; No. 
12429, Pacific Guano & Fertilizer Co. vs. Southern Pacific et al., 
and No. 12249 (sub-No. 1) Same vs. Southern Pacific et al. The 
finding was in two parts. The first held the rates from Perth, 
Lovelock and Kodak, Nev., unjust and unreasonable and 
awarded reparation. The second held rates from Rye Patch 
and Fernly in addition to the points of origin hereinbefore men- 
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tioned unreasonable and prescribed a mileage scale for appli- 
cation in the future. It is to be made operative December 26, 
and is as follows: 


Distance. Rate. Distance. Rate, 
WEEE sc caccccce canes cree $3.87 40 miles and over 430....... $5.21 
260 miles and over 250....... 3.94 450 miles and over 440....... 28 
270 miles and over 260....... 4.01 460 miles and over 450....... 5.35 
280 miles and over 270....... 4.08 470 miles and over 460....... 5.42 
290 miles and over 280....... 4.15 480 miles and over 470....... 5.49 
300 miles and over 290....... 4.22 490 miles and over 480....... 5.56 
310 miles and over 300....... 4.29 500 miles and over 490....... 5.63 
320 miles and over 310....... 4.3 525 miles and over 500....... 5.77 
830 miles and over 320....... 4.4 550 miles and over 525....... 5.91 
340 miles and over 330....... 4.50 575 miles and over 550....... 6.05 
350 miles and over 340....... 4.57 600 miles and over 575....... 6.19 
360 miles and over 350....... 4.64 525 miles and over 600....... 6.33 
370 miles and over 360....... 4.71 650 miles and over 625....... 6.47 
380 miles and over 370....... 4.78 675 miles and over 650....... 6.61 
390 miles and over 380....... 4.85 700 miles and over 675....... 6.75 
400 miles and over 390....... 4.92 725 miles and over 700....... 6.90 
410 miles and over 400....... 5.00 750 miles and over 725....... 7.04 
420 miles and over 410....... 5.07 775 miles and over 750....... 7.18 
430 miles and over 420....... 5.14 800 miles and over 775....... 7.32 


SLACK COAL COMPLAINT DISMISSED 
An order of dismissal has been made in No. 12928, W. H. 
Warner & Co. vs. Director-General, Pittsburgh & Lake Erie, 
opinion No. 7910, 73 I. C. C. 523-4, the Commission holding the 
rate charged on bituminous slack coal, from London, Pa., to 
Rostraver and Monessen, Pa., during federal control, was ap- 
plicable, was not unreasonable or otherwise unlawful. 


JUICE AND CIDER RATES 


A finding of unreasonableness, an award of reparation and 
an order establishing rates on apple juice and cider, not later 
than January 19, from Talent, Ore., to Phoenix, Ariz., have been 
made in No. 12179, Traffic Bureau, Chamber of Commerce, Phoe- 
nix, Ariz., et al. vs. Director-General, Southern Pacific et al. 
opinion No. 7906, 73 I. C. C. 514-6. The Commission found the 
rates unreasonable to the extent they exceeded $1.065 prior to 
August 26, 1920, and $1.33 after that date. The carriers are to 
establish, on apple juice or cider in tin cans, boxed, from Talent, 
Ore., via Maricopa, to Phoenix, not later than the date herein- 
before mentioned, not more than $1.015 on a minimum of 60,000 
and $1.195 on a minimum of 40,000 pounds. 


VIRGINIA-FLORIDA COKE RATE 


The Commission has dismissed No. 12769, Tampa Gas Co. 
vs. Director-General, Interstate Railroad et al., opinion No. 7899, 
73 I. C. C. 488-90, holding the rates on foundry coke from Osaka, 
Va., to Tampa and Key West, Fla., between February 11 and 
August 29, 1919, not unreasonable. The report also covers No. 
12770, Henry H. Taylor and Edward C. Bostock, receivers of 
the Key West Gas Co. vs. Same. 


WRONG RATE IMPOSED 


An award of reparation has been made in No. 13372, Inde 
pendent Elevator Company vs. Minneapolis, St. Paul & Sault 
Ste. Marie, opinion No. 7909, 73 I. C. C. 521-22, because an in- 
applicable rate was imposed on two carloads of soft coal mov- 
ing over the Soo Line’s interstate route, in November, 1920, 
from Duluth to Callaway, Minn. 'The Commission found a rate 
of $2.43 was applicable and that that rate, plus $2.50 for recon- 
signment charges should be applied to the billing and the dif- 
ference returned. 


DEMURRAGE ASSESSED ILLEGAL 

The Commission has dismissed No. 12725, United States 
Steel Products Co. vs. Director-General, A. & V. et al., opinion 
No. 7903, 73 I. C. C. 505-8. It held the demurrage and storage 
charges sought to be collected, at Tacoma and Seattle, between 
July 1, 1918, and September 9, 1919, on many carloads of iron 
and steel articles shipped from points in the United States east 
of the Mississippi River and destined to Japan, the Philippines 
and other eastern destinations were illegal and therefore not 
collectible. The question was as to the applicability of demur- 
rage and storage rules on export freight which began to run 
after notice of arrival had been given at the ports. The Com- 
mission said there were no parties at Tacoma or Seattle to 
notify that the freight had arrived and that therefore no de- 
murrage or storage could accrue. The decision will make it 
illegal for the Director-General to insist upon the payment of 
the bills rendered. 


STOCK ISSUE DESIRED 

The Southern Georgia Railway Company, with $58,000 of 
capital stock now outstanding, has applied to the Commission 
for permission to issue additional common stock so as to have 
the outstanding amount $495,500, and to buy the West Coast 
Railroad for $205,000 of its common stock. The applicant reP- 
resents that the value of the combined railroads will be equal 
to the amount of the common stock it proposes to issue and 
have outstanding. 
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COARSE GRAIN RATE UNREASONABLE 


A finding of unreasonableness, coupled with a denial of rep- 
aration on account of lack of proof, have been recommended by 
fxaminer C. I. Kephart, in a report on No. 13511, Albers Bros.’ 
Milling Company vs. Director-General, as to a rate of 64 cents on 
corm and oats from group G points, transcontinental, in western 
Nebraska and Kansas, to Portland and other north Pacific coast 
terminals, between June 25 and October 14, 1918. Kephart said 
the rate should be held unreasonable to the extent it exceeded 
ihe subsequently established rate of 61 cents. Prior to the General 
Order No. 28 increase the rate on the coarse grains was 50 cents, 
while the rate on wheat was 58 cents from some points in the 
goups and 55 from others. Under the General Order the wheat 
mte was increased 6 cents and the rates on coarse grains were 
brought up to the wheat rate. That big increase, the complain- 
ant contended, made the resultant rates exorbitant, unsound, 
wjust, discriminatory and destructive. 

The witness for the complainant had no personal knowledge 
as to the identity of the person or corporation paying and bear- 


ing the freight, hence the recommendation that reparation be 
denied. 


MULTIPLE LOAD POLE RATES 


In a comprehensive proposed report on No. 13374, Cascade 
Timber Co. et al. vs. Director-General, Chicago, Milwaukee & 
St. Paul et al., Examiner F. C. Hillyer recommended a finding 
that the rates on cedar poles in double and triple loads, from 
pints in Washington to destinations in Minnesota, Utah and 
Idaho were and are not unreasonable, unjustly discriminatory 
0 unduly prejudicial, but that to Idaho points mentioned in 
the report they were and are in violation of the long-and-short- 
haul part of the fourth section. The complainants asked for 
rates no higher than on fir lumber in single carloads, and repara- 
tion. The examiner said the removal of the fourth section viola- 
tions should be required, but that reparation on shipments to 
such points should be denied. 

Hillyer reviewed the testimony intended to show the. expen- 
siveness of traffic in double and triple loads, at length, and came 
to the conclusion that, on account of the extra risks created by 
ihe length of the lading, its liability to shift and the possibility 
of damage to other freight and to railroad equipment or struc- 
tures, the rates were not out of line with the rule of the law as 
to what they should be. 


CONTROL PERIOD REPARATION 


In a report on No. 10236 Diamond Alkali Company vs. Fair- 
port, Painesville & Eastern, Director-General et al., Examiner 
john H. Howell has recommended a finding that the complainant 
was damaged on shipments that moved in the period of federal 
control, but subsequent to the original hearing and that it is en- 
tiled to reparation for the difference between the rates collected 
and those which became operative October 1, 1919. 

Many shippers are interested in the question whether the 
Commission could or would order reparation in instances where 
the facts were as in this case. The Howell recommendation is 
that the Director-General be required to pay, on shipments mov- 
lng after the original hearing. 

_ In the original report in this case, (53 I. C. C. 549), the Com- 
lission held the rates on shipments between the complainant’s 
dant at Alkali, O., and many interstate points to be unjust, 
inreasonable and unduly prejudicial, from and after August 15, 
116, It held that the short line defendant would be required 
to join in the reparation to the extent that its charges exceeded, 
ifany, those that would have accured to it on a basis of fair and 
teasonable divisions of the joint rates. 

The rates prescribed by the Commission became operative 
October 1, 1919. Complainant submitted statements, under rule 
ot the Commission’s rules of practice to show the amounts due it 
% shipment’s prior to federal control, from the beginning of 
federal control to June 24, 1918, and subsequent to June 25, 1818, 
lo September 30, 1919. 

The Director-General, however, required the making of for- 
Mal Dbroof that it had paid and borne the charges on shipments 
Noving since the original hearing, which was had on December 
1,1918. The examiner said the complaint had submitted general 
Widence that it had paid and borne the charges, and detailed 
‘tatements as to a few shipments. 

Howell said the Commission should find “that on shipments 
sted in the statements referred to, which moved on and after 
ember 17, 1918, under rates found unreasonable and unlawful 
Nits original report in this case, the complainant paid and bore 
he freight charges, has been damaged to the extent that such 
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charges exceeded those that would have accrued under the rates 
found reasonable and lawful in said report, and is entitled to 
reparation, with interest.” 

Howell said that since the complainant had submitted state 
ments in compliance with the Commission’s rules of practice, the 
Commission should now issue an order awarding reparation 
against the individual carriers and the Director-General in the 
following amounts: New York Central, $32,635.46; Baltimore & 
Ohio, $22,429.35; New York, Chicago & St. Louis, $17,732.21 and 
Director-General, $11,502.12. The Painnesville, Fairport & East- 


ern is to participate in the reparation on the basis hereinbefore 
indicated. 


GALLONAGE CAPACITY RULE 


Attorney-examiner John McChord has recommended the 
dismissal of No. 13564, Western Petroleum Refiners Association 
vs. St. Louis-San Francisco et al., on a finding that section 2 of 
rule 35 (consolidated classification) providing that the minimum 
weight on shipments in tank cars as applicable to petroleum 
shall be computed on the full shell gallonage capacity, is not 
unjust or unreasonable. 


ORE RATE REVISION 


Adoption of Examiner Howard Hosmer’s report on No. 12071, 
Adriatic Mining Co. et al. vs. Chicago & North Western et al., 
would result in a reduction in rates from all the smaller ore 
ranges in the upper lake region to the upper lake ports, but 
leave unchanged the rates from the Minnesota ranges, Mesabi, 
the most important of all, Vermillion and Cuyuna. The rate from 
the Mesabi, Vermillion and Cuyuna ranges to Two Harbors, 
Duluth, Superior and Allouez Bay would remain at 91 cents per 
gross ton, including the dock service charge of 10 cents. The 
whole-service rate from the Gogebic range to Ashland would go 
down from 91 cents to 82 cents; from the Menominee range to 
Escanaba down from 91 to 82 cents; from the Marquette range 
to Marquette down from 78 to 64 cents and to Ishpeming and 
Negaunee from 85 to 73 cents. The examiner said the 10-cent 
dock service charge was not unreasonable. All the figures show- 
ing what the rates would be were Hosmer’s report adopted 
to include the dock service charge. 

The case has been one of the most elaborately presented 
matters that has come before the Commission for many years. 
The complainants are 87 corporations operating iron ore mines 
in the upper lake region, not identified with the United States 
Steel Corporation, its subsidiaries or affiliated companies. The 
original complainants produce about one-half the ore taken from 
the mines in the lake region. The words “original complairfants” 
were used because, after the case was begun, the Steel & Tube 
Company of America and some other complainants withdrew from 
the case and joined with the Hayes Mining Company. The lat- 
ter was an intervener. The interveners adopted all the allega- 
tions of the complainants, but they added the contention that 
the rate from the Gogebic range to Ashland should be lower than 
the rates from the other principal ranges to their respective 
ports. 

The Commission was asked to establish rates which should 
not exceed the cost of service plus an annual return of 6 per cent 
on the value of the property devoted to the service. The com- 
plainants stressed their contention that this was a case in which 
the cost of the service should be a controlling factor. 

The complainants also alleged the existing rates were vio- 
lative of the second and third sections of the interstate com- 
merce act, because two of the railroads, the Duluth, Missabe & 
Northern and the Duluth & Iron Range, were controlled by 
the United States Steel Corporation, which, they said, thereby, 
in effect, obtained a rebate when the rates yielded more than 
a reasonable return on the investment. 

Hosmer said the Commission should not sustain either con- 
tention. The interstate commerce law, he said, did not pro- 
hibit the owning of a railroad by a shipper by means of stock- 
holding and that in the enactment of section 15-a Congress 


‘recognized the right of a railroad to earn more than 6 per cent 


because it provided for a recapture of only a part of the return 
in excess of 6 per cent. 


As to the cost of service, the examiner said, the ore pro- 
duced by the United States Steel Corporation could be hauled 
for less than that of the socalled independents. He said that 
that was found by the Commission in the Lum case, 33 I. C. C. 
541, and that the record in this case fully justified that con- 
clusion. Hosmer figured that under the excess profits tax law 
and the recapture clause of the interstate commerce law, adop- 
tion of the theory of rate making proposed by the independents 
would leave the Steel Corporation roads a return of only $5,456,- 
803, which would be $1,984,431 less than the amount contributed 
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by _ steel corporation to the total excess income of the two 
roads. 

The report consists of 65 long typewritten pages containing 
a study of elaborate cost of service figures put into the records 
by the complainants and by the Great Northern. The last 
mentioned took a leading part in the defense, while the steel 
corporation roads contented themselves with pointing out errone- 
ous assumptions, they said, in the figures of the complainants. 


° COMPRESSED COTTON LINTERS 


A holding of misrouting and an award of reparation have 
been recommended by Examiner R. L. Shanafelt, in a report on 
No, 12827, Republic of France vs. M. K. & T. of Texas et al., as 
to shipments of compressed cotton linters from Houston, Tex., 
to Westwego, La. Shanafelt said that the cotton linters should 


have been sent over a route carrying an 18-cent rate, and recom- 
mended reparation for $3,417. 


HOOP POLE RATES 


Examiner T. John Butler, in a report on No. 13639, Creamery 
Package Manufacturing Company vs. Director-General, Pere Mar- 
quette et al., recommended a finding of unreasonableness and 
an award of reparation as to a rate of 37.5 cents on two car- 
loads of hoop poles, from Bay City, Mich., to Blytheville, Ark., 
shipped in September and October, 1919. Butler said the rate 
should be held unreasonable to the extent it exceeded 35 cents. 
The report also covers No. 13684, Same vs. Same. 


STEEL RAIL RATES 
Attorney-examiner John McChord has proposed the dismissal 
of No. 13625, Mid-continent Equipment & Machinery Company 
vs. Mobile & Ohio et al., on a finding that the charges collected 
on a carload of steel rails, joints, and bolts from Huntington, 
W. Va., to Sparta, Ill., and on a carload of steel rails from Hunt- 


ington to Willisville, Ill., were not unreasonable. The shipments 
were made in 1920. 


INTRASTATE COAL RATES 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Warren H. Wagner, in a 
tentative report on No. 13159, Terre Haute Paper Company vs. 
Director-General, and three sub numbers thereunder, Same vs. 
Same. He said the Commission should find the rates were unrea- 
sonable to the extent they exceeded the following: From Wabash 
and Speedwell mines and Seeleyville prior to June 25, 1918, 30 
cents; from those points and from Riverside mine and Macks- 
ville, on and after that date 45 cents; from Fontanet, Clinton, 
Seifort, Turner, Templeton, Fayette, Ayrdale, and Jasonville, 
on and after June 25, 1918, 60 cents. 


KITCHEN CABINET RATES 


Attorney-examiner John McChord has advised the Commis- 
sion, in a report on No. 13695, Wasmuth-Endicott Company vs. 
Wabash et al., to hold the rates on three carloads of kitchen cab- 
inets from Andrews, Ind., to Oakland, Calif., on shipments made 
between March 15, 1921, and October 3, 1921, unjust and unrea- 
sonable to the extent they exceeded the present rate of $3.02. 


PRIOR FINDING AFFIRMED 


In a report on No. 5504, Cotton Manufacturers’ Association 
of Carolina vs. C. C. & O. et al., written by Examiner C. I. 
Kephart, upon rehearing, the examiner recommended the affirma- 
tion of a finding of unreasonableness of rates on bituminous 
coal between October 15, 1911, and December 31, 1915, from 
the Appalachia district in Virginia to Spartanburg, S. C., and 
related destinations. The report which the examiner thinks 
should be affirmed was made in 57 I. C. C. 584. 


TRANSCONTINENTAL COARSE GRAIN 


Examiner F. W. McM. Woodrow has recommended the dis- 
missal of No. 13437, Traffic Bureau of the Chamber of Commerce 
of Phoenix, Aliz., et al. vs. Arizona Eastern et al., on a finding 
that the rates from groups F to J, inclusive, in transcontinental 
tariff, to Phoenix, Ariz. subsequent to March 1, 1920, were not 
unreasonable. The examiner said the Commission should suggest 
that the defendants establish the same rate on coarse grain to 
Mesa, Phoenix and Tempe. He said, however, that the record 
did not justify a finding of undue prejudice. 





SIOUX FALLS RATES 


In a proposed report on No. 13611, Northern States Power 
Co. vs. A. T. & S. F. et al. and Sub. No. 1 of the same, John 
Morrell & Co. vs. Same, Examiner T. John Butler,said the Com- 
mission should hold rates on bituminous fine coal from Illinois, 
Indiana and Kentucky to Sioux Falls, S. D., unduly prejudicial 
to complainants and against Sioux Falls and unduly preferen- 
tial of Sioux City, Ia., to the extent they exceed or may exceed 
those to Sioux City by a greater percentage than the rates on 
lump coal to Sioux Falls exceed the contemporaneous rates on 
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lump coal to Sioux City from the same points of origin. He 
said that the Commission should order the establishment of 
rates made in the matter indicated and deny reparation on the 
grounds that the record did not show damage had been sgus- 
tained by the complainant. 





SOFT COAL TO CHICAGO 

A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Howard Hosmer in a re- 
port on No. 12668, Poehlmann Bros. et al. vs. Director-General, 
B. & O. et al. as to rates on soft coal from mines in centrai and 
southern Illinois to Edgebrook and Morton Grove, Ill., during 
federal control. He said that the decision in Wilbur Lumber 
Company vs. Director-General, 73 I. C. C. 152, should control 
and form the basis for reparation. 


RATE ON IRON PIPE 
Examiner J. P. McGrath has recommended the dismissal of 
No. 13389, Lynchburg Foundry Company vs. Norfolk & Western 
et al. on a finding that the rate on cast iron pipe from East 
Radford, Pa., to Great Falls, Mont., between April 25 and July 
9, 1917, was not unreasonable or otherwise unlawful. 


RATES ON DYEWOODS 


Assistant Chief Examiner Ulysses Butler has recommended 
the dismissal of No. 13402, American Dyewood Company vs. 
Atlantic Coast Line et al., on a finding that rates on imported 
dyewoods, cutch and gambier, carloads, from Atlantic ports to 
Chester, Pa., and the rates and ratings on dyewood extracts and 
dyestuffs in carloads and less than carloads from Chester, Mo- 


. bile, New York and Boston to destinations in territories gen- 


erally east of the Mississippi and in Canada were and are not 
unreasonable or otherwise unlawful. 


FRUIT AND VEGETABLE SHIPMENTS 


“Carlot movement of most fruits and vegetables decreased 
during the week ended October 21, particularly the shipments 
of boxed apples, grapes, peaches and pears,” said the Bureau ot 
Agricultural Economics of the Department of Agriculture in its 
review of fruits and vegetables, and weekly summary of carlot 
shipments dated October 24. “The peach season is about closed, 
Lines showing heavier movement were celery, onions, white 
potatoes and cabbage. Total shipments of 14 fruits and vegeta- 
bles were 26,583 cars, or about 430 cars less than the previous 
week. 

“With the arrival of more than 700 cars of potatoes in 
Chicago, many sales were made at lower prices. The tone of 
eastern potato markets, except New York, remained firm. Cab- 
bage prices declined in the east as did northwestern boxed ap- 
ples. The market for most other products was steady to firm. 

The totals from the weekly summary of carlot shipments 
as reported telegraphically by common carriers to the bureau 
under date of October 17, follow: 


Totals for week and season are regularly subject to revision be- 
cause of the receipt of late and _ corrected reports from the railroads. 
Asterisks (*) placed at commodity page Me ey ag — changes 

av een made for one or more of the states in at group. 
it Tuesday, October 24, 1922. 


Shippin Week Week 
Districts Oct. Oct. Total Total 
and 15-21, 16-22, Previous This Last 
Approximate Inc., Inec., Week Season Season Total 
Shipping This Last This to Oct. to Oct. Last 
Seasons Season Season Season 21, Inc. 22,Ine. Season 


Boxed apples — 

Tota ve Shue sigecd 2,606 5,421 - 2,993 
Barrelied apples— 

_ | ae 4,298 2,730 *4,263 
Cabbage—Total ..1,491 1,380 *1,330 
Cantaloupes—To- 


*12,744 25,299 56,313 


*28,289 19,605 32,138 
*26,068 *21,231 *31,000 


ghana ga 130 27 203 *830,413 «25,554 25,572 
Cauliflower—To- ; 
yy phot 74 134 90 369 549 4,385 
Celery—Total ...._ 516 502 = #172, *7,023 6,307 11,642 
Grapes—Total ":.15,555 3,340 6,043 «$40,780 = 32,583 37.208 
Lettuce—Total §:. 300 191 309 *20,746 17,566 18, 


oe ~~! 
alitornia—be- 
gins Oct. 1.... 45 94 44 114 316 10,282 
Mixed Vegetables 


‘—Total ...... 413 355 383 *16,264 13,286 15,566 
Onions—Total ...1,185 689 *843 *17,603 *14,394 aga 
Peaches—Total .. 72  ...... 436 36,104 *27,300 a1 oe 
Pears—Total .... 849 239 $1,080 *17,312 12,188 12,522 
Sweet Potatoes— a 

" LS era 790 786 #834 *8,176 7,746 “19.30 
. Tomatoes—Total 240 171 294 *24,992 16,573 17, 


White Potatoes— 
: |. as 7,476 10,311 *7,173 


‘ 66,696  *185,370 
Other Sections, 


*47,372 


Gea 545 269 *527 
Early Crop—Total..... ...... 
a Se Potatoes: 

eadin ections, 2 

am A Crop ..7,476 10,311 7,173 47,372 66,696 185,370 
Other Sections, . 

Late Crop ... 545 269 527 22,555 16,699 20,338 
MT OWAE Vice cceesloee!”  oncidea algsipes 40,742 32,415 32,08 


#22555 16,699 2 
pica *40,742 32,415 3 


woo 
Dm 


wo 


9 
4 
5 


S 














sin eine mete ,021 10,580 *7,700 *110,669 115,810  *238,252 


Total 2 } 
*Includes all delayed and corrected reports received to date. 
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32,558 
85,370 


20,324 
32,558 


238,252 
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LIQUOR RULING UPHELD 


Judge L. Hand, in the federal court in New York, October 23, 
dismissed the complaints brought by foreign and American ship- 
ping lines who contested the ruling of Attorney-General Daugherty 
prohibiting the bridging of alcoholic liquor, even under seal, in- 
to United States ports. : 

The opinion of the court fully upholds the ruling of the at- 
torney-general and prohibits the carrying of liquors either for the 
use of the passengers or as rations for the crew. 

In respect to the crew’s rations, however, Judge Hand 
granted a stay in the order pending an appeal to the higher 

ourts. 
: Foreign lines, in the meantime, will be allowed to enter port 
with liquor for their crews if the supply is sufficient only for the 
needs of the men on the return voyage. The ship owners must 
give bond of $25,000 to insure compliance with this regulation. 

Judge Hand’s decision vacates the temporary stays granted 
by him and the ruling of Attorney-General Daugherty becomes 
effective at once. The steamship lines will appeal the decision 
to a higher court. 

“It is at best a delicate matter,” said Judge Hand, “for a 
judge to tie the hands of other public officers in the execution of 
their duties as they understand them, and the books are full of 
admonitions against doing so. 

“Here not only is the case not clear, but so far as I can judge 
the plaintiffs have no case. Therefore, I will go no further than 
to issue an injunction against interfering with the carriage of 
a stock necessary for the crew’s rations on the eastbound voyage.” 


FOREIGN SHIPS TEMPORARILY WET 
. The Trafic World Washington Bureau 


No further attempts will be made by the government to 
enforce the Daugherty liquor ruling against foreign ships pend- 
ing a decision by the Supreme Court. 

Justice Brandeis declined October 25 to issue a writ of 
supersedeas, after being informed that the Treasury Depart- 
ment would not enforce the ruling pending the issuance of 
regulations and that no regulations would be issued for a month 
or more. Justice Brandeis held that inasmuch as no injury 
would be done to the foreign shipping companies in the imme- 
diate future there was no occasion for the issuance of a writ. 

It was indicated that the Supreme Court was likely to hear 
arguments in the liquor case on November 20, which would 
make possible a final decision soon thereafter. A motion will 
be entertained before the Supreme Court on November 13 to 
advance the hearing to November 20. 

Application for the writ of supersedeas was made by attor- 
neys for the Cunard Steamship Company, the Anchor Line, the 
International Mercantile Marine, the Compagnie Generale Trans- 
atlantique and other steamship companies. 

Mrs. Mabel Walker Willebrandt, assistant attorney-general, 
represented the government before Justice Brandeis, indicating 
that it was not disposed to object to the issuance of the writ 
if considered desirable by~the court. 

“But the Department of Justice does not in any manner 
concede the position taken by the steamship companies and 
does not acquiesce in their statements of the irreparable dam- 
age or injury to them by the enforcement of the ruling,’ she 
said. 

Secretary Mellon announced that he had instructed the 
customs and internal revenue officials not to enforce the new 
tuling against foreign ships for the present. 

Under the situation as it now stands foreign ships may 
enter American waters with liquor on board under seal. But 
Shipping Board vessels will remain dry. 

Secretary Mellon October 25 authorized the following state- 
ment relative to the Attorney-General’s opinion prohibiting the 
use of liquors on foreign and American vessels: 


Regulations are being prepared by this department for put- 
ting into effect the opinion of the attorney-general of October 
6, 1922, but the subjects to be covered are various and of a com- 
Plicated nature which are requiring considerable time and the at- 
tention of the several different departments affected. 

Until the new regulations have been worked out those at 
Present in force will prevail, and I have today issued to the chief 
of the Division of Customs and the Commissioner of Internal 
Revenue an order to that effect. 

Therefore, until the new regulations are available enforce- 
ment of the law will continue as heretofore. For instance, foreign 
ships entering American territorial waters with liquor on board 
as cargo under seal, can for the present proceed under such seal 
to their destination in a foreign port and sea stores in such 
foreign ships which are required to be sealed on arrival of the 
vessel within American ports can, when such stores are required 
for the use of the officers and crew of the vessel, be opened only 
from time to time for withdrawal for such purposes, but must be 
immediately resealed. This applies to foreign vessels only, and, 
of course, forbids the sale or service of liquors to passengers 
within American territorial waters. 

4 When the regulations géwerning enforcement of the law are 
inet ps and approved, notice will be given of the date on 
gi ich they will become effective, and a reasonable time will be 
na to foreign shipping to meet the new conditions. In the 
— there is a possibility that the case which is being ex- 
ot ed and which is expected to come before the Supreme Court 

ing November may be decided, and in that event the con- 
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templated regulations in preparation may have to be modified to 
conform to the anticipated decision of the court. 


LASKER FOR “WET” FOREIGN SHIPS 


Declaring that it is the right of foreign ships to come into 
the United States “wet,” Albert D. Lasker, chairman of the Ship- 
ping Board, at a banquet of the Audit Bureau of Circulation<«in 
Chicago, October 20, said he hoped that foreign ships would in- 
sist on their rights so that the subsequent losses to the Amer- 
ican ships would make some sympathy and comprehension among 
the people for the merchant marine and aid in the passage of the 
ship subsidy bill. Attorney-General Daugherty, who was present 
at the meeting, made a short reply to Mr. Lasker. 

“Two weeks ago,” said Mr. Lasker, “the attorney-general 
ruled that American ships must be dry, also foreign ships enter- 
ing the three-mile limit. I speak neither as a ‘dry’ or as a ‘wet,’ 
but from the standpoint of the American merchant marine. Per- 
sonally I am anti-saloon. I speak in behalf of the international 
enterprise that cannot be ruled by national will alone. The at- 
torney-general does not know what I am going to say. I have 
seen in the press statements that he made his decision to con- 
form to political expediency to aid the merchant marine bill. I 
never knew what that decision was until the President announced 
it. 

“As a practical proposition no greater blow could have hap- 
pened to us. Let us grant that foreign ships accept the opinion. 
Let us accept that the Supreme Court gives no relief. Let us 
accept that Congress will furnish no relief. What is the practical 
working out? 

“The profit from ships coming from Europe to America is in 
emigrant traffic. To emigrants, wine and beer are as much 
food as bread and water. He has never seen the drunkenness 
with which we have been cursed. He refuses to be denied his 
wine and beer. When we are in international business we only 
deceive ourselves to think that America rules the world. The 
emigrant can come to our shores in liquor-bearing ships. They 
can throw it out at the three-mile limit. They can figure to the 
barrel just how much they will need. That trade is lost to us. 
On cruises where the finest ships sail go people who want luxury 
and the good things of life. Though they drink little, they refuse 
to go on ships on which liquor is not served. I know one Amer- 
ican ship, the Resolute, which was to make a cruise to the 
Mediterranean. It had 300 reservations. Within seventy-two 
hours after the Daugherty decision that ship had fifty-four can- 
cellations; One was the head of a great New York bank who 
was to pay $28,000 for his accommodations. We cannot compete 
with foreign ships that leave our shores dry and take on liquor 
at Halifax. In the South American trade, 22 per cent of the 
trade is coast-wise. Do you think they will wait for a dry Amer- 
ican ship? In the North Pacific trade, Vancouver has the trade 
that we have been trying to wrest for Seattle. Suppose the Con- 
gress Hotel was ‘wet’ and the Drake ‘dry.’ Which would have the 
business? American shipping is at a disadvantage which it can- 
not overcome even though foreign ships accept the dictum and 
play the game squarely. 

“As to the attorney-general, who is such a good politician, if 
he felt he was helping American ships, he did it without advis- 
ing with me. I want foreign ships to come in, as is their right, 
‘wet.’ For practical purposes they will always be wet. Forty 
per cent of the passengers are foreigners and will not subscribe 
to our views. We lay ourselves open to reprisals on the part of 
the foreign nations. As the head of the Shipping Board I wish 
to bring to your attention that we are laboring under every dis- 
advantage. I entered the government service hoping to show 
that government ownership was possible. But there are things 
that we cannot resist, political influences brought by Congress 
and the press. Government ownership is the poison ivy in the 
garden of industry. Policy dictated by the expediency of votes, 
with losses paid by the government and no responsibility, is a 
blight on the faith of the people. It is hypocrisy in government. 
I plead with you to help get America out of this morass. Amer- 
ica owns 1,500 steel ships that cost billions. They are operated 
by the government, and private ownership is withering under it. 
Under the ship subsidy bill we can end a loss of $50,000,000 a 
year in thirty months.” 


“I know there is a great difference of opinion,” said Mr. 
Daugherty, “as to the question of liquor used and earried on all 
ships. I did not have that question before me as attorney-gen- 
eral. That had been passed on by the people and by the Supreme 
Court. I was obliged to follow the law. The question was a 
naked, legal question.” 


SHIP SUBSIDY 


The Trafic World Washington Bureau 


Realization that the American Navy would be practically 
helpless in war without an adequate American merchant marine 
to back it, is reflected in the action of the American Legion in 
convention at New Orleans in endorsing the pending shipping 
bill, says a statement issued by the National Merchant Marine 
Association. Action of the Legion as a whole was forecast, it 








said, by endorsements of the shipping bill made by C. C. Thomas 
Post of San Francisco, one of the largest naval posts, and by 
the American Legion Post in Paris, France. 

Action on the merchant marine problem by the convention 
as a whole followed a report of the Committee on Naval Affairs. 
The committee was composed chiefly of world war veterans who 
served in the navy or in the army transport service. Hence its 
findings on the relation of the merchant marine to national de- 
fense, the association thinks are the result of experience. The 
report to the convention reads: 


To maintain our ratio of 5-5-3, it is necessary to have an efficient 
merchant marine. We are heartily in favor of the Ship Subsidy Bill 
as a means to establish our trade routes. 

If carried out, the Ship Subsidy Bill will automatically increase 
the available personnel of the navy and materially add to the efficiency 
and strength of the navy, and at the same time be a great aid to 
all business throughout the United States. 

Since the earliest days of history, the control of the trade routes 
has been the secret of the growth and greatness of all world power 
and this country, because of the small sum necessary to carry out the 


requirements of the Ship Subsidy Bill, must not take the place of a 
decadent nation. 


The Merchant Marine Association says: 


In line with the Legion’s realization of the necessity for prompt 
action on the bill, it is interesting to note a speech made by Commis- 
sioner Edward C. Plummer, of the Shipping Board, at New York on 
Thursday. Speaking at the convention of Industrial Engineers, Mr. 
Plummer declared that to delay further in acting on the bill would 
be to play directly into the hands of foreign nations who are now 
carrying the bulk of the sea trade with the United States. Delay, 
he said, would give foreigners the opportunity to improve their fleets 
while idle American ships are deteriorating. ‘It means letting them 
get a grip on our business while we stand by and jabber,’”? he added. 
“It means taking from us the opportunity which our war-built fleet 
has given the United States, and it means the continued outlay of 
$25,000,000 per year caring for property that we won’t let earn a cent, 
while constantly increasing the cost of any merchant marine that we 
may undertake to establish at a later date.’’ 

Mr. Plummer also pointed out that passage of the bill would mean 
“the virtual elimination of traffic blockades such as that from which 
the Central West has recently suffered to such a terrible extent.” He 
also decared that co-operation between railroads and ships, as planned 
by the bill, would effect ‘‘a great reduction in demurrage charges, 
which through delays in delivery or unloading and loading of cars, 
impose every year such tremendous burdens and losses upon goods in 
transit—which losses ultimately fall upon the American producer and 
consumer.”’ 

Sentiment is increasing in support of President Harding’s plans 
for an extra session of Congress in November to assure the passage 
of the Shipping Bill and the clearing up of all important business 
before March 4 next, so that it will not be necessary to call a special 
session of the new Congress next spring. According to the Washing- 
ton Times, pressure is being brought to bear on the White House by 
party leaders, to the end that, instead of calling Congress back for a 
special session to begin November 20, the call be issued before election 
and Congress brought back about Nevember 10. It is stated, how- 
ever, that the President is not inclined to yield on this point, and that 
he has told party leaders that he believes the present Congress can do 
all 7 work necessary in the period between November 20 and March 
next. 

Senator Curtis of Kansas had a conference with the President 
early this week. The Senator is said to have urged that the extra 
session be called for about the middle of November and both branches 
should be kept hard at work until March 4. He is said to have pointed 
out that night sessions could be held if need be, that both branches 
should work Thanksgiving week, except on Thanksgiving Day, and 
that no holiday recess should be taken, save on Christmas Day and 
New Year’s Day. At the extra session in November, it is stated, 
Senator Curtis expects the House will take up the Shipping Bill and 
vote upon it. The attitude of the Senator from Kansas is interesting 
as being that of one from the leading granger states, as these states 
have been represented by the opponents of the bill as being opposed 
to an American merchant marine. Senator Curtis is stated to be con- 
vinced that the “bitter antagonism’”’ to the bill said to prevail in the 
a, ae States, according to opponents of the measure, does 
not exist. 

A sample of the methods of the opposition to the bill is a speech 
delivered by Senator Pat Harrison of Mississippi this week in Okla- 
homa City. He repeated the charges he made in the Senate, and 
which have since been refuted, that passage of the Shipping Bill would 
“immediately drain the Treasury of $125,000,000."" If Mr. Harrison 
reads the text of the bill he will find that the $125,000,000 Construc- 
tion Loan Fund, to which he refers, does not originate in the Treas- 
ury, but is created from the sale of Shipping Board vessels and other 
assets; that there will be no ‘‘drain’’ whatever until such sales have 
been made, which cannot be for a considerable time; and that every 
cent taken out of the fund will be borrowed and will be returned with 
interest; that the borrower must add to the amount loaned half as 
much of his own capital; and that he must invest the total sum in 
having ships built in American shipyards for operation under the 
American flag, thus aiding the American shipbuilding industry and 
the many others producing ship supplies and giving to the United 
States up-to-date vessels that will be able to compete with foreign 
ships for a fair share of our own carrying trade. 


WATER CARRIER EARNINGS 


The Commission has made public financial and operating 
data of carriers by water reporting to it for the calendar year 
1921. It has divided the carriers into four groups, Atlantic and 
Gulf coast, Great Lakes, Mississippi River and Tributaries, and 
Pacific Coast. 

The investment in real property and equipment of the car- 
riers in all groups was reported as being $152,186,572; in other 
property $13,799,744. The operating revenues amounted to 
$96,412,665. The freight revenue totaled $57,179,789; the operat- 
ing expenses $88,059,848; the operating income $6,347,154; the 
net income $2,685,558; and the dividend payments $4,327,751. 

The carriers on the Atlantic and Gulf coasts had an inves- 
ment in real property and equipment amounting to $84,854,805, 
and in other property of $9,257,401. The operating revenues 








amounted to $57,538,617, of which $34,555,352 came from freight. 
The operating expenses were $50,934,193, the operating income 
$4,886,588 and the net $2,339,579. The dividend payments 
amounted to $2,364,540. 

The Great Lakes group had an investment in real property 
and equipment of $29,361,139 and in other property of $1,271,209, 
The operating revenues totaled $17,450,505, of which freight 
produced $9,415,162. The operating expenses were $14,816,751, 
the operating income $2,072,297, the net $1,799,598 and the diy- 
idends $1,475,441. 

The Mississippi River and Tributaries group had an invest- 
ment in real property and equipment of $14,433,880 and $1,334 
in other property. Their operating revenues totaled $3,043,370, 
of which $2,800,171 was produced by freight. The operating 
expenses were $3,716,733, the operating income a deficit of 
$686,861, the net a deficit of $739,434, and the dividend declared 
$31,520. f 

The Pacific coast group had an investment in real property 
and equipment amounting to $23,526,748, and in other property 
$3,269,800. Their operating revenues totaled $18,380,173, of 
which freight produced $10,409,104. Their operating expenses 
were $18,592,171, their operating income $75,130, the net income 
a deficit of $714,185, and the dividends declared $456,250. 


THOMPSON WANTS TO RESIGN 


The Trafic World Washington Bureau 


Commissioner Frederick I. Thompson of the Shipping Board 
notified Chairman Lasker, October 25, that his acquisition, last 
week, of the Birmingham Age-Herald would so compel his at- 
tention to private business that he felt it incumbent on him to 
place his resignation before the President. 

Mr. Thompson explained that his two Mobile papers, The 
Register and The News-Item, had been so organized that he had 
gladly disassociated himself actively from those enterprises for 
a period to serve the government as a member of the Shipping 
Board, but that additional publishing responsibilities appeared 
to require his full personal and constant supervision. 

Mr. Lasker urged Mr. Thompson to withhold his resignation, 
even at the further sacrifice entailed, until after the pending 
shipping bill before Congress had been determined, and features 
of liquidation and administration pending under Mr. Thompson’s 
direction had been fully concluded. Mr. Thompson assented to 
Mr. Lasker’s request, stating that his two years with the Ship- 
ping Board had brought him firmly to the conclusion that no 
more important question was before the American people than 
that of the building of an American merchant marine; that he 
had no doubt but that the pending legislation, when and if 
enacted, would accomplish much toward establishing American- 
flag ships on the high seas; and that in no other way than by 
the adoption of such legislation could an American merchant 
marine be definitely assured the American people. 

In commenting on Commissioner Thompson’s position, Chair- 
man Lasker said: 


While I was, of course, delighted at Mr. Thompson’s acquiring 
so important a property as the Birmingham Age-Herald, it is 
understandable that from a selfish standpoint I was infinitely dis- 
tressed at the possibility of the immediate loss of Mr. Thompson's 
services to the Board, particularly during the next few months, 
when so much for the future of American shipping is about to 

ncluded. 
id =. Thompson, in addition to his counsel at the Board table, 
has largely had in charge matters of financial liquidation. His 
business acumen, the spirit of sacrifice for service, the common 
sense, patience and integrity that he has shown, have made his 
contribution to the Shipipng Board one which his colleagues and 
those of the Fleet Corporation have greatly valued. ; ; 

The most heartening part of my Washington experience is to 
know that men of Mr. Thompson’s type are willing to so un- 
selfishly give of themselves to government service without thought 
of reward, for strong men know that the only reward in govern- 
ment service ts in the consciousness of contribution to the com- 
mon good. 


RED CROSS SHIPMENTS 


The Trafic World Washington Bureau 


J. Barstow Smull, president of the Emergency Fleet Corpo 
ration, has made the following announcement regarding ship- 
ment of American Red Cross relief supplies to Greece: 


It was the intention of the Shipping Board to put in one 
steamer to take care of about 5,000 tons Of cargo to be delivered 
by the American Red Cross for the refugees in Greece, but it was 
found on rearrangement of our tonnage schedule that we could 
handle the business in a more efficient manner by putting in = 
or three steamers to care for the transportation of these relie 

rgoes. 

si 7 have now advised the American Red Cross that we would 
take care of about one-half of their cargo in the Coeur d’Alene, 
which will sail from New York about November 5, and the balsas 
of their shipments to be taken aboard the steamer Hog Islan® 
sailing about November 10. We have also advised them that be 
can take care of further commitments on a steamer sailing abou 
ten days later. 

howe steamers for the America Red Cross will be handled 
free of cost to that society, as directed by the President, as 
contribution by the government to a most worthy cause. 1 & 

The Coeur d’Alene will be operated for us by A. H. Bu ‘ 
Co. and the Hog Island by the Export Steamship Corporation, Bon 
every facility will be offered to the Red Cross to enable the 
to get the cargo loaded promptly. 
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OCEAN FREIGHT FORWARDING 


(Address by R. C. Stone, president, Stone Forwarding Company, 
Galveston, before the Houston Chapter of the American Association 
of Engineers.) 

In the sphere of a forwarding agent we cover the ocean 
freight brokerage end of the business. In other words an ocean 
freight broker can be a forwarding agent, but a forwarding 
agent, in many cases, is not a freight broker. The freight 
prokerage end of the business, which is the first I will take up, 
is the solicitation of freight for an outlet, or a port. In this 
solicitation of freight the freight broker is considered a general 
solicitor for the entire port in that he not only solicits freight 
for the ocean steamship lines that might be carrying the cargo 
he is working for, but develops business for the terminal for 
the port for the stevedores, the ship-handlers, and indirectly 
this business will affect the mercantile business of the port, 
and we could follow it on down until you engineers are affected 
by the same movement. This solicitation has to be done on 
rather a fine point, from our standpoint, by reason of the fact 
that a freight broker has to keep in touch with the various 
markets; he must know conditions surrounding the marketing 
of the various crops that are raised, when the crops are due to 
be marketed, and what the probable foreign demand may be. 
In that way we have ta keep in close touch with the rice crop, 
with the cotton crop, with the grain crops, the movement of 
machinery, the manufacture of shoes and clothing and such 
other commodities that are exported, not only to Europe but 
to all countries. In that way we have to keep an active 
solicitation at*every large or important point of origin of freight 
moving anywhere. The active points are New York, Chicago, 
St. Louis and Kansas City, in addition to which practically 
every shipping point im Texas must be actively solicited if 
Texas ports are to secure their part of the traffic. The East, 
as we all know, is very active to secure the majority from the 
entire United States, if possible. The only outlet the East can 
see figuratively speaking, is New York, their thought being 
that all freight should move from New York. It is the duty of 
the freight broker to break this up and keep before the shippers, 
although they may be accustomed to shipping through New 
York, the facilities that are available in the gulf. In this way 
we not only have to keep in touch with the fine points of ocean 
rates to meet the competition of the New York or eastern lines, 
but we have to keep in touch with the rail rates to see that 
our gulf rail rates are keeping up with the trend of freight 
that is possible to come over those rail lines. In other words, 
we have to keep considerable pressure bearing all the time on 
the possibilities of freight movements which will have a bearing 
on the rate. In that way we have to keep outside observations, 
wherever we have representatives to learn what is going on in 
other ports in order that we may know what to do in our port. 
To cite an instance, not long ago, probably a year and a half ago, 
during the congestion in New York there was a large con- 
signment of machinery wanted quickly in England. A Chicago 
manufacturer had the order provided he could make delivery by 
a certain time. New York, at that time, had freight three or 
four hundred miles outside, blocked, couldn’t deliver it, couldn’t 
get the cars in to unload them, no way of reaching New York 
by rail. The Texas forwarders immediately got busy on the 
job. Seeing the situation that affected Neew York and the 
Possibility of this business not moving at all—we happened to 
be lined up in Chicago to get an insight on what was required— 
it came to a proposition where we had to find out what was 
New York’s rate—ocean rates were how they compared with 
the Galveston rates, and as a rule they are very much over. 
We take Galveston as a basis for Texas port competition be- 
cause the rates applicable at Galveston are applicable to practi- 
cally every other port insofar as ocean tonnage are concerned. 
The next thing was to consider the possibility of the rail rates. 
We had about two to three cents advantage in the rail rate 
and six to seven cents disadvantage in the ocean rate. After 
this was lined up we immediately got busy and were satisfied 
we could handle the consignment in a straight train shipment 
of fifteen to eighteen cars, and we sent our man around to the 
shipper in Chicago, outlined to him the possibilities of getting 
into trouble in New York, Baltimore and Boston, and the result 
Was we proved to them and the representatives of the railroads 
that we could deliver those goods in Liverpool at least twenty 
or twenty-five days quicker through the gulf than through 
the Atlantic. The result was we secured the shipment, the 
booking was made and the freight moved, but on account of 
the shortage of cars a great deal of trouble was experienced 
In endeavoring to line the shipment up for straight train 
consignment, which we failed to do. The railroads were un- 
able to furnish equipment fast enough and the result was 
it came down in two and four and five car lots. The 
longest time en route I think was nine days ‘and the shortest 
Was four and a half days, practically express service. We got 
the shipment through but it’ was only by main force of bucking 
fastern competition and the freight broker in the gulf being on 

the job to see that New York didn’t take away a straight con- 
Signment of an American manufacturer, or that the manufac- 


. 


turer lose the business. We have similar cases of that kind 
happening all the time. = 

You take the cotton business, It is necessary for us to keep 
soliciting actively throughout the entire cotton district that is 
tributary to Galveston. The cotton export business is handled 
somewhat different from other exports in that the exporter buys 
his cotton direct from the f.o.b. buyer or the cotton grower, the 
farmer. In the grain business practically 90 per cent of the 
grain exports are controlled in New York. In that way we have 
got to keep in active touch with the New York market to see 
that the gulf rates are kept in front of the exporters to develop 
the business through the Texas ports. 

Again it comes down to the question of how does the freight 
move. In the solicitation end or the brokerage end of the busi- 
ness the main question which, figuratively speaking, moves 
grain is the market, is not the case in export grain. One would 
ordinarily think the wheat moves into the port that it can get 
into, but that is not the case: it moves into the port it can get 
out of. The exporter buys his wheat in the elevator, that is, 
the bulk of it. It is mostly a question of how many cars you 
can carry on your tracks. The farmer is not going to ship 
wheat to a market that is flooded with grain, for the reason that 
his price is going to be low, the exporters are not buying, and 
he might have claim charges that will eat up his entire profits 
on the wheat. That is about an outline of the solicitation or 
brokerage end. 


Passing from that to the forwarding end. There is one 
feature that may be of interest, one feature that the shipper 
might be interested in, and that is what is the benefit of a 
forwarding agent at a port for the shipper. If a man has any 
quantity of freight to export, we will say, to Liverpool, or 
Antwerp, or Havre, or Genoa, if he is figuring on one or two 
ports, he has to communicate with at least five to ten ship 
agents in each one of these ports. Then it will probably take 
from one day to forty-eight hours to develop which is the 
cheapest rate and which is the best route. Therefore, in 
putting his inquiry before a forwarding agent who has the 
entire port situation in his hand, he puts all steamship agents 
in direct competition. In other words, every steamship line in 
the gulf, when we receive an inquiry, is put in competition 
one with the other, and the man that needs the freight worst 
is the man that makes the cheapest rate and he is the man that 
the shipper is looking for. Therefore the shipper finds his best 
method is through the forwarding agent. Then again the ship 
agents are not entirely dependent upon the basis of securing 
freight through a forwarding agent; they solicit direct, but 
many times in soliciting direct they are getting higher rates 
than their competitors and therefore the shipper is paying the 
bill. After the freight has been booked and the movement 
started the railroad bills of lading are sent to the forwarding 
agents to look after. At once the forwarder starts actively 
tracing all the cars involved. These car numbers are passed 
on to the port agent and it is up to him to follow them through. 
At the present time there is considerable difficulty on account of 
the strike and the number of bad order cars that are being sent 
out. We have lots of times had to get in touch with points 
we have never had to communicate with before, sidings where 
cars are set out in bad order, and nobody would ever hear of 
them until the forwarding agent would find these cars left a 
certain point and did not arrive at the next usual point, hence 
it was in between somewhere. The railroad has sufficient 
business to keep them busy and not pay attention to these little 
details. The result is the shipper sustains a loss on an entire 


re because one of the cars of the shipment does not arrive on 
ime. 


The next thing is keeping in touch with the terminals and 
the freight moving through. For instance, Houston is a term- 
inal for Galveston. There is considerable delay in the terminal 
when there is considerable congestion on the road, no specific 
preference given to any car that might move through. There 
might be a congestion or part congestion in a railroad terminal 
and the cars that can be easily moved and make the most room 
for the railroad are the cars that go out first. These cars are 
not the ones we worry about, but the cars that are set out and 
are not bothering the railroad, but bothering the shipper, and it 
is necessary for us to get behind the terminal superintendent 
to see that they get the cars out with the least possible delay. 

After the car arrives at the port one would think, as far as 
the shipment is concerned, everything is safe, we have the car 
at the port, there is no use worrying about it, it will catch the 
ship without delay, 


I might say at the port the greatest delay to a shipment 
can occur. Many shipments are coming through now—those 
that do come through—are coming through quickly on what we 
call card-way bills, the way bill clerk hasn’t time to bill the car 
out. The conductor of the train takes the card-way bill and the 
car comes in with just the card, which doesn’t give sufficient 
information for the delivery of the freight, and the result is 
such a car is set out on a hold track. Sometimes three or four 
days elapse before the information comes through the local 
office and before the cars are spotted to be put in with the 
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switch going to a steamship line pier. This is one of the 
biggest savings a forwarding agent makes for the shipper. If 
he can save a shipper from one to five days time it means a 
large amount of interest, and many times the amount of interest 
on business that is moving under present competitive conditions 
is the main profit they are making., 


After the car is set in—just to give you an instance, we 
were tracing a car some time ago containing sixty bales of cot- 
ton, with twenty bales of other cotton that we were not after, 
but with 40 bales we were particularly after to make a certain 
sailing. We had the car number, but the telegram was balled 
up as to the initials. We located a car with similar initials 
which we thought was the correct car; it had the correct 
number, We traced this car vigorously, got it into Galveston 
in good time. When it arrived in the yard we at once investi- 
gated the billing to see if we could get the car delivered. There 
was no record in the railroad cotton office at all. We went to 
the local office to see what was the matter. and found the car 
was billed as a car of wheat. This car of wheat had arrived 
and was set into the wheat track for holding until the billing 
came through. We immediately got busy to see where our car 
was, they had evidently made a mistake in the number, and in 
the meantime we sent a man out with proper authority to open 
this car and see what was in it. By the time we got our 
tracer back we found this car, instead of having wheat in it, 
had the cotton we were after. That car could have set there 
on the track possibly two weeks. Two weeks on forty bales of 
cotton, we figure, would cost that shipper at least a thousand 
dollars in missing his sailing. After the cars are in the for- 
warding agent sees that they are properly lined up for setting 
into the pier. The railroad bills of lading are delivered to the 
railroad and the steamship line orders the cotton in, probably 
a hundred cars, no special attention being paid to any particular 
car. Therefore, we require a man on the outside in the railroad 
yards to work with the yardmaster to see when these cars are 
promptly set in, if the whole line is not to be unloaded that day 
the forwarding agent can endeavor to have his cars placed in 
the beginning or the front of the switch so that when the un- 
loading starts those cars are the ones that get unloaded and 
delivered to the steamer. In that way many times not only 
the few days saved in the switching is made to the shipper, but 
if he should miss a sailing, say to Barcelona, where there are 
only two sailings a month, you can easily see the fifteen days 
he would be saved for the next boat. That is one of the exten- 
sive items that can be saved. 


We have an instance that happened not long ago that 
might be connected with you engineers. There was a cargo of 
structural iron discharging in Mexico and a considerable portion 
of it fell overboard into the channel. A magnet weighing five 
thousand pounds had been ordered in Michigan to be shipped 
by express to Galveston for shipment to Mexico as quickly as 
possible. A representative of this engineering firm in Mexico 
was sent to Michigan. Having purchased this magnet, he ar- 
ranged shipment by express, special loading in Michigan, and 
put it on the same train that he himself came to Galveston on. 
He arrived in Galveston on a holiday. There happened to be 
a few in our Office, and it was very difficult to get hold of any 
one else, but he came in, told his difficulties, and said he had 
this magnet at the passenger depot and had a ship sailing at 
4:30—this was at 12:30 in the afternoon—and had a 5000-pound 
lift to take out of a car, and the worst was, there wasn’t a crane 
available in town. We sent a man to the passenger depot to 
see how this magnet was situated. We found there was no car 
on hand; he swore the car was there. The railroad had pulled 
the car out because there was no special manifest on it; it was 
consigned to the express company, and they had pulled it out in 
the yard and set it there. We found the car, had it set back 
into the station where we could unload it, having secured a 
dray. After a great deal of difficulty in getting this lift out of 
the car by hand onto the truck, the magnet was started on its 
way to pier “B,” the farthest pier in town, to make delivery, for 
an oil tanker. The man that was looking after it for account of 
the engineers was on the float with one of our men, when he 
discovered that a box of parts containing all the connections 
was not in the shipment. He saw right away there was no use 
to make shipment of the magnet without the connections. He 
immediately telephoned us the predicament. It was on a holi- 
day, and we had to get in touch with the different terminals that 
this magnet came through to see where this box of parts was, 
and the box weighed about 180 pounds, too much for one man to 
handle. After about thirty minutes we found the box in Hous- 
ton. The ship was to sail between 4:30 and 5:30, she had to 
get out on that tide. The latest they could get out that day 
was 6 o’clock. I think there was a dredge blocking the channel 
with a pipe line and unless the vessel gets through at a certain 
time you couldn’t go through that day, but would have to wait 
until daylight the next day. At any rate, after locating this 
box of parts we got it on an interurban car and into Galveston 
and arranged the delivery. The ship sailed at 5:30 that day, 
the shipment complete, and I don’t know what would have been 
the result if it had not made that ship. It happened to be one 
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of their own tankers, and they wouldn’t have had another one 
for a month. That is one of the many instances occuring every 
day. If freight is going to be left to take its usual course it 
will not do much more than take the usual course, and the 
action of a forwarding agent and freight broker behind the 
shipment not only secures the actual lowest ocean freight and 
best routing, but expedites the movement considerably, and in 
that way makes a big saving to the shipper. 


SHIPPING BOARD SERVICE 


The Trafic World Washington Bureay 


In a statement made public October 22, W. J. Love, vice 
president and general manager of the Hmergency Fleet Corpora- 
tion, called attention to the service the United States Shipping 
Board is giving cotton, grain and timber shippers from the port 
of New Orleans to Liverpool (docking at the North Docks, 
Canada No. 2 branch) and Manchester (docking at Salford Docks, 
No. 8). 

“This service is under the management of Trosdal, Plant & 
LaFonta. Since its inception with the sailing of the SS West 
Wauna on January 30th there have been eighteen sailings exactly 
on scheduled dates,” said he. “A list of these sailings is as fol- 
lows: West Wauna, January 30; Maquan, February 15; West 
Harshaw, February 27; West Cressy, March 15; West Segovia, 
March 31; Maquan, April 15; West Wauna, April 29; Duquesne, 
May 15; West Cressy, May 31; West Segovia, June 15; West 
Wauna, June 30; Duquesne, July 15; Maquan, July 31; West 
Cressy, August 15; West Segovia, August 31; West Imboden, Sep- 
tember 15; Braddock, September 30; Maquan, October 14. 

“Under existing conditions in England, prompt delivery of 
cargo, particularly cotton, is important. In this connection it is 
interesting to note that the steamers making the above sailings 
remain in loading port an average of 8 3/10 days. Their steam- 
ing time from port to port was 15% to 20 days, so that the time 
consumed from date steamer started loading until she arrived at 
discharging port was in all cases considerably less than thirty 
days. 

“This service will continue on a semi-monthly basis—further 
schedule of sailings being: 
November 15.” 


CARS CANNOT COMPETE WITH CAMELS 


Although motor vehicles are being used for the transporta- 
tion of passengers between Kalgan and Urga, a distance of 700 
miles, they are not yet able to compete with camel caravans 
in the general carrying of freight, says Consul Samuel Sokobin 
in a report to the Department of Commerce. However, Russian 
silver coins, as well as raw skins, are transported by this motor 
service, the reasons being saving of time, the caravan taking 
from 30 to 40 days, and the motor service but 5 days, and the 
factor of safety, caravans frequently being held up by brigands. 
while motor cars are seldom stopped. 

Freight rates are the same on silver and raw skins, $0.75 
Mexican per pound having been charged last winter by motor 
car, as compared with $30 Mexican per camel load of 480 pounds. 
According to these figures a ton hauled over the route by motor 
car would cost $1,500, as against $125 by camel back. The cost 
per ton-mile thus amounts to $2.14 by motor and $0.18 by cara- 
van. This year motor transport rates have been reduced to 
$0.45 per pound for silver and skins, while caravans are charg- 
ing $35 per 480 pounds (.072 cent). 

However, no motor vehicle has yet carried a ton of mer- 
chandise on this route, passengers being preferred, as they can 
be of assistance on poor roads. 


CITY OF HONOLULU REPLACED 


J. Barstow Smull, president of the Emergency Fleet Cor- 
poration, has announced that, “owing to the loss of the steamer 
City of Honolulu, the Shipping Board felt that it should do 
everything possible to make a temporary substitution of one 
of its other ships. Its passenger and freight steamer President 
Harrison was lying in the harbor of San Francisco, and this 
steamer was offered to the Los. Angeles Steamship Company 
for one round trip free of all cost to the Shipping Board. That 
is to say, the Los Angeles Steamship Company pay all expenses 
for the steamer from time she is taken out of layup until she 
is put back in layup in the harbor at San Francisco. 

“The steamer left San Francisco October 19 bound for Los 
Angeles, which will give time enough to fill the sailing date of 
the City of Honolulu, which was scheduled for Saturday, Octo- 
ber 21. 


“This action of the Shipping Board will give sufficient time 
to the Los Angeles Steamship Company to either charter or buy 
a suitable boat to make the regular Hawaiian run along with 
the City of Los Angeles. We want to do everything possible 
to encourage this service just started from the port of Los 
Angeles to the Hawaiian Islands, and we believe that with the 
temporary allocation of the President Harrison that the steam: 
ship company will have time enough to get a steamer of its 
own to run along with the boat already there.” 


West Cressy, October 30; Segovia, 
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Traffic Lesson No. 22 


Rates in Western Territory—Twenty-second Lesson in the Course Written for the Traffic World 
by Grover G. Huebner, Ph. D., Professor of Transportation and. Commerce, 
University of Pennsylvania—(Copyrighted) + 


Just as rate structures with distinct characteristics have been 
evolved in western and southern railroad territories, so also have 
various distinctive rate structures been developed in western 
territory. This territory, which has been defined in an earlier 
lesson (see lesson 5), is so extensive that at least three well- 
defined rate districts stand out prominently—the rate structures 
in southwestern territory, which will be described in Lesson 
No. 24; the rates on transcontinental traffic to and from the 
Pacific coast and intermediate points, which will be described in 
lesson 25; and the rate structures existing in the remainder of 
western territory which are included in this lesson and the one 
immediately following. 

The central rate adjustments to be considered in lessons 
22 and 23 are those of the Western Trunk Line Committee 
(Eastern division and Trans-Missouri Freight Bureau or West- 
ern division), the boundaries of which have been defined in 
Lesson No. 5, and maps in lessons already referred to. In addi- 
tion, a brief description of rates to and from Montana, Colorado 
and Utah common points will be included. 


Intrastate Rate Adjustment 


Before describing the highly important interstate rate struc- 
ture of Western Trunk Line territory, it is well to note the 
intrastate rate adjustments found within this region. The state- 
made rates of Illinois were noted in Lesson No. 17, as part 
of that state is located in Central Freight Association territory. 
The intrastate rates of Minnesota, Wisconsin, Nebraska, Iowa, 
Missouri and Kansas remain for consideration. 

In Wisconsin, the railroad commission has done a large 
amount of investigation of terminal and operating costs and has 
constructed an average cost-of-service scale, which is not in 
actual effect as a tariff, but which is used to check up the tar- 
iffs filed by the railroads. Two tables of maximum rates, one 
for single-line and the other for joint line application, are pro- 
vided for distances up to 400 miles, but the arbitraries over 
the single-line rates used for constructing the latter table, vary 
according to distance. Similar variance in the class relation- 
ships is provided for. 


The intrastate rates of Minnesota are especially important 
because they have influenced those of various other states and 
were the first to be formally contested on the ground of inter- 
ference with interstate commerce in the present widespread 
contest between state and federal jurisdiction over rates. The 
intrastate class rates of Minnesota are made in accordance with 
a distance scale announced by the Minnesota Railroad and Ware- 
house Commission. Maximum rates are provided for each class 
of the Western Classification, which governs, with certain modi- 
fications, for distances ranging from 5 to 400 miles and, on 
some lines, to 500 miles. As in the case of the New England 
scales mentioned in Lesson No. 18, these distance rates are 
made with such exactness that, given one rate out of the scale, 
any other rate can be determined by mathematical calculation. 
The first class rates which are given in the scale in cents per 
100 pounds are, in each case, the sum of two allowances—a 
terminal charge plus a haulage or line-haul allowance. The 
former is 17 cents per 100 pounds; the latter is 1.5 cents per 
100 pounds, but the distance unit to which it applies varies 
from 5 miles for distances up to 200 miles to 10 miles there- 
after. First class rates thus range from 18.5 cents per 100 
Pounds (17 plus 1.5) for 5 miles, to 20 cents (17 plus 3) for 
10 miles, 77 cents (17 plus 60) for 200 miles, and $1.07 (17 plus 60 
Plus 30) for 400 miles. 


Having determined the first class rates, the others may be 
calculated, because the state commission has placed the classes 
at a definite relationsip to each other. Those for second class 
traffic are 83% per cent of the first class; for third class, 66% 
ber cent; fourth class, 50 per cent; fifth class, 40 per cent; 
class A, 45 per cent; class B, 35 per cent; class C, 30 per cent; 
class D, 25 per cent; and class E, 20 per cent. 


The Minnesota commission has likewise promulgated dis- 
tance scales of intrastate commodity rates for twenty-six groups 
of commodities. Both the class and commodity rates were con- 
tested by the carriers, but the United States Supreme Court, in 
its “Minnesota Rate Cases,” held them not to be unreasonable. 
Other phases of this decision will be included in the lessons 
dealing with public regulation. 

For purposes of rate-making, the railroads in Iowa are 
classified into three distinct classes. Class A embraces railroads 
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with gross earnings per year per mile of $4,000 or more; class 
B, those with gross annual earnings per mile of $3,000 and less 
than $4,000; class C, those earning gross revenues of less than 
$3,000 per year per mile. Railroads in the third class are author- 
ized to charge the full published rates of the Iowa Board of Rail- 
way Commissioners, those in class B may charge 15 per cent higher 
than these rates and class C railroads are permitted to charge 
30 per cent higher than the published rates. The tariff author- 
ized by the Commission is a distance tariff, naming rates on 
the ten classes (corresponding to Western Classification) pro- 
vided in the Iowa State classification, for distances of from 
5 miles to 500 miles. In addition to rates on class traffic many 
commodity rates have also been provided for. On shipments 
moving over the lines of more than one railroad, the general 
rule is to charge 80 per cent of the sum of the local charges 
for the distance each road hauls the freight. 

In Missouri, the territory south of the main line of the Mis- 
souri Pacific through Jefferson City, Sedalia and Pleasant Hill 
is known as “B” Territory, while that north of this line is 
known as “A.” Due to differences in traffic density, the class 
rates prescribed by the Public Service Commission for appli- 
cation in “B” territory are higher than in “A,” while on com- 
modity traffic, no such distinction is observed. Formerly the 
railroads were classified into four groups according to mileage, 
with different rates applying on the lines of each group, but 
this subdivision has been ruled out by the Public Service Com- 
mission. 

A revision of rates on basic commodities is under way, 
following the order of the Interstate Commerce Commission in 
Missouri Rates and Charges (64 I. C. C. 233, Oct. 4, 1921), in 
which it was held that the failure of the Public Service Com- 
mission of Missouri to permit increases in rates to correspond 
with those granted by the Interstate Commerce Commission in 
Ex Parte 74, resulted in undue prejudice to interstate commerce. 

For purposes of intrastate shipments within the state of 
Kansas, the Public Utilities Commission has established two 
distinct distance scales of rates. One is known as the Kansas 
Jobbers’ Distance Scale, which provides for both single line. and 
joint line application. This scale was originally published from 
two or three points in the state of Kansas for the purpose of 
enabling the interior jobbing points in the state to compete 
in the distribution of traffic with cities on the Missouri River. 
From time to time additional jobbing points have been added 
until, at the present time, there are about eighty jobbing cen- 
ters governed by this scale. 

The other distance scale is known as the Kansas Standard 
Distance Scale, which is somewhat higher than the Jobbers’ 
Scale, and which applies from and to all points not covered 
by the latter. 


Moreover, a special adjustment is observed for the Missouri 
River cities (Kansas City, Leavenworth, Atchison and St. Jo 
seph) in that the rates for each city are made so as to give 
it an advantage in the business of the territory immediately 
adjacent to it. Beyond distances of approximately seventy-five 
miles, however, the rates become common for all these points. 

Although there is no special Kansas state classification, 
numerous exceptions to the current Western Classification are 
effective. In addition, the Jobbers’ Scale names rates on classes 
1, 2, 3, 4, 5 and A only, while the Standard Scale quotes rates 
for all classes of the Western Classification. 


Special commodity rates on basic articles, such as oil, coal, 
grain, live stock, brick, etc., have been established. On joint 
hauls, rates are made by the addition of differentials to the 
single line rates. For instance, on first class traffic governed 
by either scale, the differential is ten cents per hundred pounds 
over the single line rates. 

Readjustments in rates on intrastate traffic in Kansas have 
been ordered by the Interstate Commerce Commission in order 
to remove the prejudice resulting against interstate commerce 
because of the refusal of the Kansas Public Utilities Commission 
(Court of Industrial Relations) to grant increases in rates cor- 
responding with those ordered by the Interstate Commerce Com- 
mission in Ex Parte 74. (Kansas Rates, Fares and Charges, 
62 I. C. C. 440; 64 I. C. C. 679.) 

The Nebraska scale, which is based on the Minnesota scale, 
does not apply uniformly throughout the state. The state com- 
mission pursued the policy of rate equalization at competitive 
centers. The scale rates are, under prescribed conditions, 
modified in the case of shipments from Nebraska jobbing points 
such as Omaha, Lincoln, Fremont, Beatrice, Hastings, Grand 
Island, etc., on which so-called terminal rates, which are lower, 
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are charged. By order of the Interstate Commerce Commission, 
a special adjustment of rates is effective on interstate ship- 
ments between Sioux City and Council Bluffs, Ia., St. Joseph 
and Kansas City, Mo., and Atchison, Kan., and points in Ne- 
braska. Additional readjustments were ordered in the same 
proceedings. (Missouri River-Nebraska case, 40 I. C. C. 201, 
July 3, 1916.) 
Interstate Rate Structures 


Various maximum rate schedules applicable to the rates on 
interstate shipments have been established in the West, as, for 
example, the Iowa-Nebraska, the Twin Cities-Dakota, and the 
Missouri River-Nebraska scales prescribed by the Interstate 
Commerce Commision;* but these interstate scales merely estab: 
lish maxima and do not rigidly determine all the interstate 
rate structures actually in effect. The salient charactertistics 
of the western interstate rate structures are: (1) The general 
adjustment of rates in accordance with fixed differentials of a 
given number of cents per 100 pounds, or percentages above 
or below the rates at the principal river crossings and trade 
centers; and (2) the extension or blanketing of rates so as 
to create many rate groups or territories all points within 
which receive the same rates. 

The western interstate rate structures are interrelated and 
may be subdivided as follows so as to facilitate description: 
(1) The Missouri River rate structure; (2) Iowa and Missouri 
rates; (3) Minnesota and Wisconsin rates; (4) Trans-Missouri 
rates; (5) Colorado common point rates; (6) Utah common 
point rates; and (7) Montana common point rates. 


Missouri River Rate Structure 


The rate adjustment between Mississippi River and Mis- 
souri River points on one hand and eastern points on the other, 
illustrate the great influence on rate structures exerted by 
water, rail and market or commercial competition. As was 
noted in Lesson No. 17, on “Rates in Eastern Territory,” the 
first step in the rate adjustment was taken by various eastern 
trunk lines when they agreed on the relative rates of St. Louis 
and Chicago to and from the Atlantic seaboard on a definite 
percentage basis. 

The second step caused the railroads to establish such rates 
west from Chicago and St. Louis as would place the shipper 
of both cities on an equally favorable transportation footing in 
all Missouri River cities from Kansas City to Omaha. This aim 
was partly accomplished by fixing the rates from Chicago to 
Missouri River points (Kansas City to Omaha) at fixed dif- 
ferentials above those from St. Louis, which formerly were 
graded from 20 cents first class to 5 cents per 100 pounds on 
class E traffic, but which have now been widened due to rate 
increases, to 30 cents and 7% cents, respectively. 

A third part of the rate adjustment is the general equaliza- 
tion of rates (Kansas City to Sioux City and St. Louis to Du- 
buque) between Missouri and Mississippi River crossings almost 
regardless of varying distances. The short-line distance is that 
between Hannibal, Mo., and St. Joseph, Mo., via the Wabash 
Railroad. For this distance of 195 miles, class rates which 
vary from 91% cents first class to 17 cents per 100 pounds, 
class E, are established. Many of the other river-to-river routes, 
however, are much longer—in some cases exceeding 700 miles; 
yet, since they are directly competitive, the long routes are 
obliged to charge the same rates as the short-line route. 

A fourth step was taken when the through rates between 
the east (points east of the Illinois-Indiana state line) and the 
Missouri River crossings were made the same via Chicago and 
St. Louis and any of the Mississippi River crossings. The rates 
on this traffic, however, were in fact a combination of the rates 
to and beyond the Mississippi River crossings. This adjustment 
being questioned in later years, the Interstate Commerce Com- 
mission established a scale of proportional rates between the 
Mississippi River and Missouri River crossings from Kansas 
City to Sioux City to apply on traffic originating at or destined 
to points beyond. 

Having established the rates between the Missouri River 
and Chicago, St. Louis and other Mississippi River points and 
points east of the Illinois-Indiana state line, the fifth part of 
the Missouri rate structure involved the fixing of rates to and 
from other parts of Western Trunk Line territory located east 
of the Missouri River. This was done largely by means of 
establishing rate groups or territories and fixed differentials. 
It would require too much space to define the boundaries of 
the various rate groups, because the groups are numerous and 
the number of points included in each varies somewhat for ship- 
ments with different destinations. The groups are fully defined 
in the carriers’ tariffs. Thus, Chicago rates apply not only to 
the city of Chicago, but to a large area known as the Chicago 
rate group; and other extensive rate groups are those known 
as Peoria, St. Louis, Memphis, St. Paul, Duluth and Eau Claire 


*See Iowa State Board of Railroad Commissioners vs. A. E. R. R. 
Co., June 18, 1913, and Dec. 1, 1913, 28 T. C. C. 193 and 563: Minneapo- 
lis Civic and Commerce Assn. vs. C. M. & St. P. Ry. Co., June 27, 
1914, 30 I C. C. 668; The Missouri River-Nebraska Cases, July 3, 1916, 
40 I. C. C. 201; Greater Des Moines Committee vs. C. St. P. Minn. & 
Omaha Ry. Co. et al., Nov. 8, 1916, 42 I. C. C. 65. 
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territories. On the Missouri River side there are many points 
that receive the benefit of Missouri River rates. They are 
grouped mainly into four groups, the rates of which vary some- 
what for different points of origin and destination. These four 
groups are Group A, Kansas City; Group B, Omaha; Group C, 
Sioux City; and Group D, Sioux Falls. 

First taking up the rates between Kansas City and Omaha 
on the one hand and the other groups located east of the Mis- 
souri River. The rates between Peoria territory and these 
Mississippi River groups are differentials which vary from 14% 
cents, first class, to 3% cents (formerly 10 cents and 2% cents, 
respectively) per hundred pounds, class E, over the correspond- 
ing St. Louis rates. Those between St. Paul and Omaha are 
the same as the Chicago rates, while between St. Paul and 
Kansas City, differentials of from 8 cents, first class, to 2 cents 
(formerly 5 cents and 1 cent, respectively), class E, over the 
Chicago rates, have been established. Eau Claire rates are 
made by adding differentials which vary from 15% cents, first 
class, to 6 cents (formerly 10 cents and 4 cents, respectively), 
class E, to the corresponding Chicago adjustment; and the 
rates between Duluth territory and Omaha are, like St. Paul, 
on the Chicago-Omaha basis, whereas the Duluth-Kansas City 
rates are greater than the Chicago rates by differentials which 
vary from 21 cents, first class, to 5 cents, class E traffic. The 
rates between Memphis territory and the Kansas City group 
are higher than St. Louis rates by differentials which vary from 
54% cents, first class, to 19% cents, class E, while the Mem- 
phis-Omaha adjustment is higher tham the Kansas City rates 
by amounts varying from 18% cents, first class, to 4 cents, 
class E. 

Sioux City and Sioux Falls receive, in many instances, rates 
which differ from those of the Missouri River groups already 
discussed. Thus, the rates between Sioux City, on the one 
hand, and St. Louis, Duluth, Peoria and Chicago, on the other, 
are the same, being, at the present time, from 121% cents, first 
class, to 24% cents, class E. These rates are the same as those 
on the Chicago, Kansas City, Omaha traffic. 
ceives rates which are practically the same as this basis, al- 
though slightly lower on a few classes. 

On shipments between St. Paul territory and Sioux City, 
the rates are practically the same as those of the St. Louis- 
Kansas City, Omaha adjustment, although a little higher in the 
lower classes. 

The rates between Chicago territory and Sioux Falls, are 
about 104 per cent of the Chicago-Sioux City rates, making a 
charge varying from 126% cents, first class, to 25 cents, class E. 
Peoria and St. Louis territory receive the same rates as Chicago. 
On traffic between Eau Claire and Duluth and the Sioux Falls 
group, the rates are on the Chicago-Missouri River basis, vary- 
ing in a few instances, while the St. Paul-Sioux Falls adjustment 
is, with few exceptions, the St. Paul-Sioux City rates, less 
differentials which begin at 414 cents, first class and taper down 
until the rates correspond at the lower classes. 

Interstate rate structures in other parts of Western Terri- 
tory will be included in Lesson No. 23. 


BRANCH LINE AUTHORIZED 


The Commission has issued a certificite authorizing the Los 
Angeles & Salt Lake to construct a branch line, 32 miles long, 
from Lund, a point on its main line, to Cedar City, running 
through Iron County, Utah. The territory to be served consists 
of 840,000 acres, of which 40,000 are unter cultivation and the 
rest used for grazing purposes. Other than the main line of the 
applicant there is no other railroad within 70 miles of the pro- 
posed branch. The territory to be served has been retarded in 
development, it was asserted, by the lack of transportation. 

At Iron Springs, 22 miles from Lund, there are iron ore de 
posits containing 400,000,000 tons. Two large steel companies 
are said to contemplate opening of mines and one the establish- 
ment of blast furnaces probably on Utah Lake. The initial daily 
ore requirements, the petitioning carrier said, would be 1,250 
tons, or enough to load an ordinary freight train. The branch 
will also be directed toward Sevier National forest, from which 
300,000,000 feet of lumber and 350,000 ties can be cut. 

The cost of construction, exclusive of equipment, is estimated 
at $798,301, with an initial year operating revenue of $182,837 
increased in the fifth year to $238,006 and a net railway operat: 
ing income for the first year of $61,560 and $116,729 in the fifth. 
It will all be new business, the branch not being in a location t0 
enable it to divert any traffic from an existing railroad. 

The construction will be financed by means of advances from 
the Union Pacific or Oregon Short Line or both, the two roads 
mentioned being the owners of the applicant’s capital stock. 


— 


SHIP SALES 


The United States Shipping Board Emergency Fleet Corpo 
ration, through Sidney Henry, director of sales, has announce 
the following ship sales: 

Lake Galien, steel cargo type, 4208 D. W. T., 2689 gross. Pur- 
chasers, Philadelphia & Norfolk S. S. Co., Philadelphia, Pa. 

Lake Tippah, steel cargo type, 4155 D. W. T., 2606 gross. Pul- 
chasers, Philadelphia & Norfolk S. S. Co., Philadelphia, Pa. 
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Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


“ ° 


All Parties Brought Before Court, and Controversy Determined 
on Merits, RegardJess of Technicalities of Pleadings: 
(Circuit Court of Appeals, Second Circuit.) It is the prac- 

tice in admiralty to bring all parties before the court and to 

determine the controversy on the merits as it appears from 
the proof, regardless of technicalities of pleadings, provided that 
no party is surprised or injury by such equitable proceeding.— 

Dampskibs Aktieselskabet Thor vs. Tropical Fruit Co. et al., 281 

F. Rep. 740. 

Charterer, Who Failed to Redeliver When Vessel Was in Port 
of Redelivery Within Few Hours of Termination of Charter 
Period, Held Liable for Current Rates for Use of Vessel 
During Other Voyage: 

Where charter for “about three years” permitted redelivery 
of steamer “at a port in the United States, Atlantic, or Gulf of 
Mexico,” the charterer ‘was required to redeliver the vessel when 
in a port of redelivery within a few hours of the termination 
of the flat period, with no possibility of making a further reason- 
able voyage under cover of the overlap or the “about,” and 
where subcharterer made another voyage from such port, ter- 
minating at a port north of Hatteras, 13 days after termination 
of flat peiod, the charterer is liable to owner for use of vessel 
at the current and not the charter rates, notwithstanding provi- 
sion of subcharter for redelivery at a port in the United States, 
“Atlantic north of Hatteras,” and the fact that both the char- 
terer and broker who had made the charter and collected hire 
thereunder believed that the charter would not expire until 
arrival at a port north of Hatteas.—Ibid. 

“Mistake of Law” Defined: 

A “mistake of law” arises when persons having full knowl- 
edge of the facts come to an erroneous conclusion as to their 
legal effect.—Ibid. 

Owner Not Entitled to Recover Against Subcharterer for Char- 
terer’s Failure to Redeliver on Termination of Charter Pe- 
riod: 

Owner, suing for failure of charterer to redeliver at ter- 
mination of charter period, could not recover against subchar- 
terer, there being no contract relations between subcharterer 
and owner.—Ibid. 

Loading Cargo of Copper Concentrates Not Within Charter for 
Carriage of “Copper Ore:” 

(Circuit Court of Appeals, Second Circuit.) “Copper ore” 
and “copper concentrates” are not interchangeable terms, but 
mean commercially two distinct and different things, and the 
loading by a charterer of a cargo of copper concentrates held 
not a compliance with the charter, which was for carriage of 
a cargo of copper ore.—The Santa Clara, American & Cuban 
8. S. Line, Inc., vs. Beer, Sondheimer & Co., Inc., 281 F. Rep. 725. 
Loading Different Cargo Held Material Deviation from Charter: 

Under a charter for carriage of a cargo of copper ore, load- 
ing by the charterer of a cargo of copper concentrates, or greater 
specific gravity and in a semiliquid or slushy condition, which 
made it more likely to shift than ore, held a material variation 
from the charter.—Ibid. 

Charterer Held Responsible for Improper Stowage: 

While in general the master of a ship not under demise is 
responsible for the manner of loading, where the master of a 
vessel chartered to carry a cargo of copper ore, to be loaded 


Shipping Decisions | 
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by the charterer, was unfamiliar with such cargo, and a cargo 

of copper concentrates was loaded by the charterer, which was 

a large shipper of such cargoes, the master being told that it 

was ore and loaded in the customary and safe manner, the 

charterer and not the owner held liable for delay caused by im- 

proper stowage, which necessitated a return to port and re- 

arrangement of the cargo. 

Trial Being De Novo on Appeal, Decree Not Reversible for Error 
in Excluding Evidence: 

On appeal in admiralty the trial is de novo, and a decree 
will not be reversed for error in excluding competent testimony, 
where under the rules of the appellate court such testimony 
may, on application, be taken before the hearing in that court.— 
Ibid. 

Shipper Held Not Entitled to Damages on Discharge of Cargo 
at Point Other than Port to Which It Had Been Shipped: 
(District Court, D., Maryland.) Where master discharged 

cargo at a point other than the port to which it had been shipped, 

on discovery that congestion in the harbor of the port made 
it impossible to deliver the cargo or get out of the harbor for 
months, and where the shipper could have sold the cargo at the 
place in which it was discharged for as much as or more than 
it would have brought at such port, the shipper was not entitled 
to damages, regardless of whether the bill of lading gave the 
master discretion to discharge at another point than that of 

agreed destination—The West Cawthon, 281 F. Rep. 894. 

Where Cargo Is Discharged at Point from Which It Could Have 
Been Taken by Rail to Port to Which Shipped Sooner than 
It Could Have Been Delivered Thereat, Shipper Could Not 
Recover for Loss of Profits on Buyer’s Refusal to Take 
Cargo, Because Not Delivered at Port: 

Where master of ship, on discovery during the voyage that 
the congestion in the harbor to which the cargo had been shipped 
was so great and the available discharging and warehousing 
facilities were so limited that it would not be possible, under 
existing port regulations, for perhaps months, either to deliver 
the cargo or get out of the harbor, discharged the cargo at 
another point, at which the ship arrived in regular course be- 
fore going to the port to which the cargo had been shipped, 
and from which the cargo could have been taken by rail to 
such port sooner than by any possibility under the prevailing 
conditions it could have been delivered from a ship in the har- 
bor, the shipper could not recover for the loss of profits he 
would have made from a sale which he had negotiated to one 
who subsequently refused to take the cargo, because not deliv- 
ered at such port.—Ibid. 

Where Ship Notified Shipper of Loss, Shipper Could Recover 
Therefor, Without Making Claim Within Time Specified by 
Bill of Lading: 

Where a part of the cargo was lost by the ship, and before 
delivery of any portion of the cargo the ship, or someone on its 
behalf, notified shipper of such loss, the shipper could recover 
therefor, notwithstanding failure to make claim for loss within 
time limited by bill of lading.—Ibid. 

Demurrage for Delay in Discharging Not Recoverable, Where 
Vessel Is Authorized to Discharge at Consignee’s Risk: 
(District Court, E. D., Pennsylvania.) Demurrage for delay 

after vessel is ready to discharge is essentially a claim for dam- 

ages for failure to accept delivery, and is not recoverable, where 
the vessel is authorized to discharge at consignee’s risk—The 

Kittegaun, Banque-Russo Asiatique London vs. United States 

Shipping Board Emergency Fleet Corporation, 281 F. Rep. 886. 

Claim for Demurrage Disallowed: 

Demurrage for delay in discharging held not collectable 
where the delay was caused by an unjustifiable demand by the 
agent of the vessel, made on the first day the vessel was ready 
to discharge, and for prepayment of freight which was not pay- 
able until the output of the ore cargo was known.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


Notice to Shipper of Consignee’s Refusal to Accept Goods Re- 
quired in Statement of Claim for Demurrage: 


(Circuit Court of Appeals, Third Circuit.) In action by car- 
rier against shipper for a deficiency resulting after deducting 
price for which carrier sold the coal shipped from the amount 
claimed for freight and demurrage, where it did not appear in 
the statement of the claim that carrier notified shipper of con- 
signee’s refusal, as required by the demurrage rules, under the 
conformity section of the Revised Statutes (Comp. St., sec. 1537), 
in view of Pennsylvania Practice Act 1915, sec. 5, 20 (P. L. 483; 
Pa. St. 1920, sec. 17185, 17200), the statement of the claim was 
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insufficient.—Davis, Director-General of Railroads, vs. Smutzinger 
et al, 281 F. Rep. 640. 
Shipper Entitled to Notice of Time and Place of Sale for Charges: 

A shipper of goods is entitled to notice of the time when 
and the place where the goods are to be sold to pay carriage and 
storage charges.—Ibid. : 

Stating Conclusions of Pleader, Rather than Ultimate Facts, Held 

Insufficient: 

Where the statement of claim, in an action by carrier against 
shipper for deficiency resulting after deducing price for which 
carrier sold the coal shipped from the amount claimed for 
freight and demurrage, alleged that the coal was refused by 
consignee and it was necessary for carrier to sell it, as shipper, 
after notice, had failed to give orders, and that the selling price 
was the highest amount which could be obtained at public sale 
after notice, was defective, in that it stated the pleader’s con- 
clusions, rather than the ultimate facts.—lIbid. 

Entering Judgment for Failure to Properly Frame Issues Not 

Violation of Right to Jury Trial: 

The method of requiring parties to frame their issues by 
proper affidavits, and of entering judgment in default of proper 
affidavits, is not a violation of the right to jury trial.—Ibid. 
Shipper Entitled to Rely on General Order of Director of Rail- 

roads to Sell Goods Before Freight and Demurrage Charges 

Exceeded Their Value: 

A shipper was entitled to rely on a railroad selling goods 
pursuant to a general order of the Director of Railroads before 
the freight and demurrage charges equaled or exceeded their 
value.—Ibid. 


Consignee Accepting Interstate Shipment Is Liable for Freight 

Charges: 

(District Court, N. D., Georgia.) A consignee cannot accept 
delivery of an interstate shipment of goods without incurring 
liability for the carrier’s lawful charges, known or unknown, 
supposed to be prepaid or otherwise, and no matter what the 
consignee’s actual relation to the shipper is—Western & Atlantic 
R. Co. et al. vs. Underwood, 281 Fed. Rep. 891. 


FROZEN EGG CASE 


Hearing in Docket 13803, National Poultry, Butter and Egg 
Association vs. Ann Arbor Railroad et al., was held before 
Examiner Carter in Chicago, October’23. It is alleged by the 
complainant that, since January 1, 1922, the rates charged for 
the transportation of egg albumen frozen, egg yolks frozen, and 
egg albumen and yolks mixed frozen, in carloads from, to, and 
within Official, Western and Southern classification territories 
have been excessive and prejudicial. Just rates for the future 
and reparation are asked. 

Representatives of Armour and Company, Swift and Com- 
pany, Morris and Company, Wilson and Company, Seymour Pack- 
ing Company, Keith Packing Company, the Titman-Harding Egg 
Company, and the Hanna Poultry and Egg Company, appeared 
as interveners. When Examiner Carter ruled against the re- 
quest of the complainant to allow testimony in regard to mixed 
car lots as well as carload lots, the petition reading carload lots 
only, the interveners withdrew and announced their intention of 
appealing to the Commission from the examiner’s ruling. The 
complainant will also appeal and will enter a new complaint 
against charges on mixed car lots. 

The complaint declared that the 10 per cent reduction in 
rates on poultry and farm products, which was put into effect 
by the carriers January 1, made the rates on frozen eggs un- 
fairly high since this commodity was excluded from the new 
rate. It was contended that since shell eggs, which were bene- 
fited by the reduction, and frozen eggs had both come under 
the third class rate previous to January 1, and since, when com- 
pared with other commodities, it would seem that shell eggs 
should have the higher rate, reduction of the rate om shell eggs 
10 per cent while leaving the rate on frozen eggs at the old figure 
was unfair to frozen egg shippers and discriminatory against 
them. 

The defendant stated that the reduction had been placed 
on poultry and farm products solely to benefit the farmers who 
were unable to stand the high rates on their shipments, and that 
all commodities not strictly direct farm products were excluded 
for this reason. Frozen eggs were held as a manufactured 
product since the extraction of the albumen and the freezing 
process do not take place on the farm and since preservatives 
such as sugar and salt are sometimes used. The defendant 
called attention to the large volume of traffic of imported frozen 
eggs, and said that reduction in rate on this commodity would 
hardly benefit the American farmer. 

Briefs will be filed by the contestants before November 23. 


ILLINOIS CENTRAL BONDS 
The Illinois Central has asked the permission of the Com 
mission to issue $968,000 of its refunding 4 per cent bonds, for 
which the Kankakee & Southeastern property is the security, to 
be held and not sold, but used as collateral pledges on short term 


loans, the money so procured to be used in taking care of prior 
lien obligations. 
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HE “Little Schoolmaster’’ of Printers’ Ink recently traveled from Chicago to 
Indianapolis via the Big Four Route of the New York Central Lines. 
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“The dinner was 
a great success!” 


the story of the trip he wrote for his journal: 


To merit such commendation from every passenger and shipper—by maintaining the 


The Schoolmaster and a St. Louis advertis- 
ing agent whom he met on the train went into 
the smoking compartment of the parlor car. 
Here they encountered the dining car steward, 
who informed them that his car had a buffet 
section “where you gentlemen can sit and 
smoke much more comfortably than in here.” 
He remarked also that dinner would be ready 
very soon and that the bill of fare would prove 
interesting. He said he had personally bought 
some good tenderloin steaks that afternoon in 
Chicago and would be disappointed indeed if 
they did not come up to specifications. 


Later, while the Schoolmaster and his friend 
were at dinner, the conductor came along for 
the tickets, 


_ “Gentlemen,” he said, “I hope you are enjoy- 
ing your dinner and your ride. We are trying 
to make riding on this train comfortable and 
pleasant for our passengers, and I earnestly 
hope everything will please you.” 


_ The ticket taking, seemingly, was a mere 
incident. The conductor gave the impression 
that his call at the dining table was merely to 


make sure of the comfort and satisfaction of 
his “guests.” 

Previously the waiter had told the gentle- 
men about a special dinner that had been pre- 
pared. Fried chicken was the leader on the 
menu, but steak could be substituted. Steaks 
were ordered, and after about two pieces had 
been eaten, up came the steward with a solicit- 
ous inquiry about its quality. Being reassured 
on that point, he declared he would be much 
mortified if anybody in his car should have 
to eat a steak that was not good. He always 
insisted on having the best and so he did the 
buying himself. 

The dinner was a great success and the price 
Was so moderate as to be agreeable indeed to 
one used to eating in Chicago restaurants. 

Later in the evening along came the porter 
with a polite inquiry as to whether everything 
was all right and if he could be of service. 

The whole experience was so unusual that 
the Schoolmaster would not have been a bit 
surprised on arriving at Indianapolis to have 
had.the conductor shake hands with him and 
bid him good-night. 


highest standard of railroad service—is the aim of the New York Central Lines. 


NEW YORK CENTRAL: LINES 


BOSTON & ALBANY — MICHIGAN CENTRAL—BIG FOUR— PITTSBURGH & LAKE ERIE 
KANAWHA & MICHIGAN—TOLEDO & OHIO CENTRAL— AND THE 
NEW YORK CENTRAL - AND - SUBSIDIARY LINES 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 





F. O. B.—Passage of Title as Affected by Term 

California.—Question: Kindly let us have your opinion of 
what the term f. o. b. covers. Some time ago we received an 
f. o. b. New York quotation from the New York office of a 
factory located in Athenia, N. J. The party giving this quota- 
tion was fully aware that the merchandise was intended for 
export to Japan. We claim that f. o. b. New York includes 
cartage to the steamer; they claim that f. 0. b. New York means 
ex-cars New York. 

Can you give us any court decision bearing on this subject, 
for example, where loss or damage occurred to a shipment dur- 
ing transportation from the railroad to the steamer and before 
shipment was actually placed on board the steamer? 

Answer: Where the provision is f. 0. b at point of ship- 
ment the title will pass, as a general rule, when the property 
is placed on the cars for shipment; on the other hand, where 
the provision is for delivery f. o. b. the point of destination the 
title is not, as a rule, considered to pass until the subject matter 
has reached such point, as the delivery to the carrier is not a 
delivery to the buyer. 

Where the sale is of specific identified chattels or articles 
appropriated by the seller to the fulfillment of the contract, the 
question as to when the title passes is primarily one of the 
intention of the parties, to be derived from the terms of the 
contract and the circumstances of the case. The parties may 
by the express terms of the contract fix the time at which the 
title shall pass, and ordinarily full effect will be given to such 
provisions as between the parties. But as the parties do not 
always stipulate in this respect, the courts when called upon 
to determine when the title passes must necessarily seek to 
arrive at the intention of the parties as evidenced by the cir- 
cumstances and the otherwise indefinite expressions of intention, 
and in doing so have laid down certain more or less definite 
rules to govern the circumstances of particular cases. These 
somewhat technical rules, however, being adopted as the best 
means of arriving at the intention of the parties, must give way 
when their intention otherwise appears. It seems that ordi- 
narily the question of intention is one of fact for the determina- 
tion of the jury, and if the intention is to be determined mainly 
from a construction of written instruments, the legal effect of 
which is for the court, and uncontradicted evidence, it is one 
for the court. A general usage or custom of the trade or busi- 
ness in question may be controlling to show the intention of 
the parties as to when the title passes and effect will be given 
thereto if the intention of the parties is otherwise left indefinite. 
(See Pleasants vs. Pendleton, 6 Rand (Va.), 473, 18 Am. Dec. 
726.) 


Reduced Rates, 1922—Where Supplement to Tariff Issued Sub- 
sequent to “Connecting Link Supplement” and Such Later 
Supplement Carries Clause Exempting Rates Therein from 
Reductions Provided by “Connecting Link Supplement.” 


Missouri.—Question: Please accept our thanks for your re- 
ply to our inquiry regarding the rate on blackstrap molasses 
from New Orleans to East St. Louis, as carried in Supplement 
No. 20 to New Orleans Molasses Tariff No. 9, I. C. C. No. 63, 
as published on page 720 of The Traffic World, issue of Sep- 
temper 30. 

We note, however, that you state Supplement No. 20 is is- 
sued in strict conformance with the Commission’s Special Per- 
mission No. 59060 of June 7, 1922, prescribing the form of special 
supplement which provides (that unless otherwise authorized by 
the Commisison) no subsequently filed supplements to a tariff 
may be made subject to the tariff of reduced rates and that 
each subsequent supplement shall bear at top of title page the 
following notation: “Rates and charges named in this supple- 
ment are not subject to reductions provided in special connect- 
ing link supplement number ——.” Supplement No. 20 does not 
contain an item on its title page, reading in accordance with the 
above, as it states, possibly due to misprint or a typographical 
error, that the rates and charges named in this tariff are not 
subject to reduction provided in special link supplement No. 19. 
This is not a subsequently filed supplement, but a concurrently 
filed supplement. 
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This is in all probability a technicality, nevertheless, it 
would seem that the two supplements, No. 19 and No. 20, do 
make precisely contrary statements and, for that reason, it was 
our opinion that possibly shipments moving under this rate 
would be subject to the rule of conflicting rates, and we would 
appreciate your views in connection with this feature. 

Answer: Supplement 19, Emerson’s I. C. C. 63, which js 
the “connecting link” supplement, provides that supplements 
12, 16, 17, 18 and 19 contain all changes in effect at the time 
supplement 19 became effective, i. e., July 1.. This of itself indj- 
cates that there is no recognition of supplement 20 in supple. 
ment 19, and this regardless of the fact that supplement 20 
became effective on the same date. ‘That supplement 20 must 
be treated as a “subsequent” supplement, even though the effec. 
tive dates concur, is further evinced by the fact that supple. 
ment 20 carries the clause on its title page, “The rates named 
in this tariff are not subject to reductions provided in supple. 
ment 19.” Supplement 20 thus recogmizes the priority of sup. 
plement 19. The scope of the reductions provided in supplement 
19 is exclusive of supplement 20, and to this extent there is 
no conflict. Supplement 19 provides that all rates in effect on 
June 30 (in effect) as published in supplements 12, 16, 17 and 
18, are reduced according to the master tariff. It carries no 
recognition of rates made effective on July 1 in any supplements 
other than those enumerated. 

The fact that supplement 20 carries a statement that the 
rates in this “tariff” will not be subject to supplement 19, would 
not have the effect of subjecting the rates in supplement 20 
to the reductions provided in supplement 19, even if such con- 
struction would operate to remove the Commission’s intended 
restriction. We would have to give effect to whatever wording 
appears in the clause as printed. In that event, the conflict 
would be as between No. 19 providing that the rates in the 
tariff will be reduced and 20 providing that they will not be 
reduced. In that event all reductions provided in supplement 
19 would, under the rule of conflicting rates, take precedence 
and the reductions would apply at amy rate. But even if we 
should so construe the clause on No. 20 as being confined in 
its application to the tariff, because the Commission has fre- 
quently held that a reference to the “‘tariff’” also implies like 
reference to its effective supplements, and through this reason- 
ing we would get back to the starting point, so far as supple 
ment 20 is concerned—‘“the rates in this tariff and effective 
supplements are not subject to reductions provided in supple 
ment 19” would be the final conclusion. This conclusion would 
include supplements 12, 16, 17, 18 and 20 as coming within the 
meaning of the clause on supplement 20. 


We hardly think the Commission would hold that no re 
ductions had been effected by supplement 19 due to the language 
of supplement 20, and, regardless of the clause on supplement 
20, supplement 19 is in effect and by its own terms excludes 
supplement 20 from the reduction. 


Ratification by Shipper of Carrier’s Rovting by Signing Bill of 
Lading Containing Routing Inserted by Carrier 

Oklahoma.—Question: During August, 1922, we delivered to 
carrier “A” three cars of material, lading being rated class “A.” 

Ladings covering these shipments were made out by the 
carrier’s agent, he inserted route which would give his line the 
long haul. Rate of 72 cents cwt. was assessed by the de 
livering carrier’s agent. However, auditor of the delivering line 
has corrected rate from 72 cents to 60% cents cwt. If the lad- 
ings had not carried route rate would have been 58% cents cvwt. 
via other junctions, account rate is made on mileage basis. 

Account the ladings were made out and route was inserted 
by the originating carrier’s agent and ladings were signed by 
our representative, advise if the rate of 5814 cents would apply 
account the shipments were not routed by us; if there are aly 
Interstate Commerce Commission rulings covering, would ap 
preciate the benefit of them. 


Answer: In Unreported Opinion No. 2224, American Col- 
umn and Lumber Co. vs. C. & O. Ry., a carrier’s agent inserted 
routing in the bill of lading, via which route a higher rate 
applied than that applicable over another available route. The 
Commission held that the acceptance and signing of the bill of 
lading by the shipper was tantamount to specific routing it 


structions given by the shipper, and that therefore the carrie! 
had not misrouted. 


Carload Shipments Must Be Covered by Only One Bill of Lading 
New Hampshire.—Question: On a’ boat arriving in NeW 
York from San Francisco there was a large quantity of hides 
which were to be reshipped to various points in the interior 
from New York. Consignees’ agent in New York made separate 
bills of lading for the various marks on the hides, this bei 
done primarily so that the hides of the same mark could be kept 
together and loaded in the proper cars to destination. 
These hides were lightered from the pier of discharge 10 
the loading point. The agent of the railroad signed the ser 
arate bills of lading and assessed charges on an L. C. L. basis, 
although there was in each car tonnage in excess of the mill 


mum carload weight. 


We contend that either the agent should have made one 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 
Branches in all Principal Cities in the Republic of Mexico 





Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 





HAL L. BRENNAN S. E. LEONARD 
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waybill on each car or else given consignees’ agent opportunity 
to give definite instructions that they were to be considered as 
carload shipments. 

All the hides for the same consignee and destination were 
loaded in one car, on one day, by one shipper, and it would 
seem that rule 14 would prohibit the agent from considering 
these shipments as anything but carload. 

Answer: Conference Ruling 175 of the Interstate Com- 
merce Commission reads as follows: 

“A coffee broker purchased from three different merchants 
at New York three lots for shipment to one customer as one 
carload. The three lots were delivered to the carrier under 
circumstances that would have entitled them to go to destina- 
tion as a carload shipment had proper instructions been given. 
Because of the failure of the shipper’s agent to give such in- 
structions the three lots went forward to destination as three 
shipments, at the less-than-carload rate. Upon inquiry by the 
carrier. whether it might assess the carload rate: Held, that 
freight charges must be collected on the basis of the less-than- 
carload rate.” See also Sheldon & Co. vs. Wabash R. R. Co., 38 
I. C. C. 569. 

In view of the above we do not believe that, inasmuch as 
separate bills of lading were prepared by the consignee’s agent 
at New York, it can be successfully contended that the carload 
rate should be applied on the contents of each car. 

Liability of Steamship Companies 

New YoOrk.—Question: Four casks of honing stone were 
shipped by a Scottish firm from Glasgow, consigned to a party 
in New York City. Upon the arrival of the goods in New York 
the consignee was notified, but upon delivery it was found that 
only three casks were to be had. 

Immediate notice was sent to the steamship company to 
this effect, and it was found that they had been ordered by the 
United States customs authorities to deliver the fourth cask 
to the appraiser’s stores for appraisal. The cask was removed 
from the pier by a truck bearing a customs license plate and 
purporting to be in the regular business of transporting goods 
to the appraiser’s store for appraisal. It further developed that 
the truck was either held up or that it was driven to some 
point where the goods were disposed of by the thieves. 

The steamship company claims exemption from liability on 
two points, viz.: (1) That under the clause in the bill of lading 
which refers to acts of God, public enemies, robbers, etc., they 
are not liable. (2) That having complied with the order of 
the customs authorities, their liability ceased when they deliv- 
ered the goods to the truckman. 

They further point out that inasmuch as the shipper signed 
the bill of lading upon which there was a notation that their 
liability should not exceed $100, they are not liable for more 
than that amount, if, indeed, they are liable at all. Freight has 
been paid at destination for the four casks, of which only three 
have been received by the consignee. Did not title pass to the 
consignee with the surrender of the bill of lading to the steam- 
ship company? 

Who is the liable party in this case, and to what extent are 
they liable? Does the case have to be tried in Great Britain, or 
can it be tried in the United States? Can you refer me to any 
decisions, either state or federal, which would cover this case, 
and what corresponding English law would it come under? 

Answer: It is the general rule, where the place of delivery 
is the point of shipment, that the delivery of the goods to a 
carrier consigned to the buyer, whether the carrier is one des- 
ignated by the buyer or left by him to selection by the seller, 
will pass title to the buyer if there is nothing else to show 
a contrary intention. 

If the place of delivery to the buyer is the place of des- 
tination, delivery to a carrier is ordinarily a delivery to him 
as the seller’s agent and the title will not pass by such delivery, 
but will remain in the seller until the goods arrive and are 
accepted by the buyer. 

Losses by barrity, tort, theft, etc., may be excepted from 
the ship’s iability by express stipulation. However, a stipula- 
tion against theft covers only such loss from that source as 
may happen before or during the voyage and while the goods 
are in the master’s possession as carrier under the bill of lading. 
It will not extend to loss by theft resulting from the negligence 
of the carrier’s agents while the goods are being held on the 
wharf by the vessel owner as warehouseman. Tarbell vs. Royal 
Exchange Shipping Co., 110 N. Y. 170, 17 N. E. 721. 

In the instant case it is doubtful whether a provision ex- 
empting the carrier from loss by theft would be construed to 
cover a negligent delivery by the carrier to one not entitled 
to possession of the goods, even though apparently clothed with 
authority to receive the goods. s 


We do not locate cases relating to the liability for goods 
delivered to custom house officials, which are exactly in point, 
but see Howland et al. vs. Greenway et al., 22 How. (U. S.) 491; 
Redmon vs. Liverpool, etc., Steamboat Co., 7 Am. Rep. 390; 
McAndrew vs. Whitlock, 11 Am. Rep. 657. 

Contracts of affreightment are maritime contracts within 
the admiralty jurisdiction of the federal courts. In case of 
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loss, damage, or non-delivery of the goods or other breach of 
the contract, the owner or consignee may proceed in personam 
against the shipowner. The Belfast, 7 Wall. 624, 19 U. S. (L. 
Ed. 266), or in rem against the ship in the event that she has 
received the goods and thereby been subjected to the shipper’s 
lien, even though he has no lien upon the ship by the law of 
the place where the contract of shipment was made. Bulkley 
vs. Naumkeag Steem Cotton Co., 24 How. 336; The Maggie 
Hammond, 9 Wall. 435. Suit may therefore be brought in the 
United States, but under decisions of the federal courts a car- 
rier may limit its liability for damage to a specified amount 
by provision therefor in the bill of lading. See Frederick Ley- 
land Co. vs. Hornblower, 256 Fed. 289. 


Undercharges—Time When Cause of Action Accrues 


Mississippi.—Question: On March 20, 1917, we shipped car 
of pine lumber from A, Miss., to B, Ill. Freight bill carries 
date of April 17, 1917, and same was paid on April 20, 1917. 

The delivering line has written us, claiming an under- 
charge, and requesting prompt payment of same. 

As I understand it, the Mississippi statute of limitations 
bars action after three years; the Illinois statute after five 
years. 

Please advise us if the Illinois law governs this shipment 
or not. Also if time is reckoned from date of bill of lading or 
the date of freight bill. 

Answer: As statutes of limitation affect the remedy, the 
statute of. the state in which suit is brought will govern the 
time within which the suit must be instituted. 

The statute of limitation begins to run from the time when 
the plaintiff’s cause of action accrues unless some recognized 
exception postpones its operation. This rule. is never ques- 
tioned; the difficulty lies in determining when the cause of 
action is to be deemed as having accrued. It does not accrue 
until the party owing it is entitled to begin and prosecute an 
action thereon; it accrues at the moment when he has a legal 
right to sue on it and no earlier. y 

As to the collection of an undercharge not governed by the 
provisions of the interstate commerce act, the decisions of the 
courts of the state in which suit is brought will govern the 
time when the cause of action accrues. We are not familiar 
with the decisions of the courts of the states mentioned with 
respect to the time such a cause of action accrues. 


Reduced Rates, 1922—Where Supplement to Tariff Issued Sub- 
sequent to “Connecting Link Supplement” Carries Clause 
Exempting Rates Therein from Reductions Provided by 
Connecting Link Supplement 


Illinois.—Question: On page 822 of the October 14 issue 
of The Traffic World, under the above heading, I notice you take 
the position that the 10 per cent reduction in Supplement 9 
and 1 cent reduction in Supplement 10 to Agent Leland’s Tariff 
110 were operative July 1. 

The Southern Hardwood Traffic Association handled this 
question with the Interstate Commerce Commission Board of 
Reference and, for your information, I am quoting copy of the 
Commission’s wire to Chairman Leland, which, you will note, 
clearly states that the rates in Supplement 9 should apply. 


See supplements nine and ten your eye see see fifteen twenty- 
four both effective July first Commissions holds you have established 
effective that date two rates and that lower rates established in sup- 
plement nine are the rates to be applied There is no authority under 
thirteen two ninety-three for establishment of full ten per cent on 
rates already reduced in Hardwood Case and you may use special 
permission five nine two three four for necessary correction in one day. 


Answer: In view of the Commission’s ruling on this ques- 
tion, our answer must necessarily be corrected .accordingly. 


Damages—Measure Of, for Injury to Goods. 


Massachusetts.—Question: Claim entered for cotton piece 
goods worth 25 cents per yard at time of shipment, and salvage 
6 cents per yard now. Can claim agent make settlement based 
on the present price (11 cents per yard) when bill of lading 
specifically stated that goods are valued at time of shipment? 
The difference in price now, of course, is due to drop in market. 

Answer: Where goods intrusted to a carrier for shipment 
are injured through causes for which the carrier is respons 
ble, the owner of the goods is entitled to recover the difference 
between the value of the goods at the time and place of de 
livery in an uninjured condition, and their value in the depre 
ciated condition in which they were delivered, less the freight 
charges to the point of destination, if they have not already 


been paid. 


Liability of Adams Express Company 
illinois —Question: We understand there is a case before 
the Supreme Court involving the action of the United States 
Railroad Administration in taking advantage of the two-yeal- 
and-one-day clause within which suit can be bought, to repudi- 
ate the payment of meritorious claims. Will you advise what 
case this is and whether or not any decision has been handed 

down? . 
Also advise if there are any recent rulings which will affect 
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The St. Louis 
Gateway! 


N your trade with the West 
and Southwest no factor is 
more important than the 

gateway through which your 
shipments must pass. 


Competition is keen and loss of 
time at the point of transfer may 
mean loss of business. 


A written request will bring you 
an informative and attractively 
illustrated booklet describing 
facilities which make 


ST. LOUIS 


The Strategic Gateway 


Between East and West 


It is to the interest of your 
business that you make a 
comparison of gateways be- 
fore routing your shipments. 


Eighty-seven per cent of the through 
“L.C.L.’’ freight routed via St. Louis 
departs the same day it arrives! 


More than 1,000 package cars 
loaded daily at St. Louis! 


The most complete system of modern 
freight handling facilities in America 


operated by the 


Columbia Terminals Company 
Agent for All Railroads Entering 


St. Louis 


@ “Columbia Service” is pro- 
vided by facilities (represent- 
ing more than $2,000,000 in 
investment) which include 
nine “universal” off-track de- 
pots, modern warehouse and 
forwarding facilities, and a 
fleet of modern tractors and 
semi-trailers. 
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Houston’s Ship Channel 
Developments 


The Houston Ship Channel is Fifty 
(50) miles long and has a present depth 
of Thirty (30) feet for Thirty (30) miles, 
and Twenty-five (25) feet for remainder 
of distance, with a bottom width of One 
Hundred and Ten (110) to Two Hundred 
and Fifty (250) feet. 





Work is now in progress with Four (4) 
large Hydraulic Dredges to extend this 
Thirty (30) feet depth full length. 


Many industries have established their 
plants on this Channel and others have 
announced their plans for immediate 
development. 








There is a reason—hbetter investigate. 
Ask the 
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COURT H OUSE HOUSTON, TEXAS 








916 | | THE TRAFFIC WORLD 


the position of the old Adams Express Company in repudiating 
payment of their claims on this two-year-and-one-day clause. 

Just why are the rulings of the Commission in the Decker 
& Sons case and the National Industrial Traffic League case 
ineffective? 

Answer: The case to which you refer is no doubt that of 
Leigh Ellis & Co. vs. Davis, 276 Fed. 400, which is now before 
the Supreme Court on a writ of error. 

It is true that the Commission held in the Decker and Na- 
tional Industrial Traffic League cases that the clause in the bill 
of lading providing that suit must be filed within two years and 
one day after delivery of shipment did not prohibit the payment 
of meritorious claims after two years and one day, when filed 
with the carrier within the period required by another clause 
of the rule, namely, within six months. However, where the 
opinion of the Commission is not followed the only recourse is 
through the bringing of a suit. We know of no decisions of 
the courts respecting the liability of the Adams Express Com- 
pany for the payment of such claims. 


Undercharges—Bar of Statutes of Limitations a Defense to 
Suit. Damages—Measure of, for Loss of Goods 

Wisconsin.—Question: A carload of perishable fruit moving 
October 2, 1916, and freight charged correctly, with the excep- 
tion of 7,000 pounds of ice at $2.50 per ton, at Renova, Pa., 
which was omitted from the expense bill. On March 31, 1921, 
we received a letter from the transportation company, stating 
that this undercharge was due them, and that we should remit. 

Is this charge not barred by the late rulings of the Inter- 
state Commerce Commission? If not, advise whether we are 
obliged to pay this amount, or whether the railroad company 
must stand the loss. 

Also advise what recourse we have on a shipment of cotton 
waich was completely destroyed by fire while in transit, and, in 
order to replace this cotton we were obliged to pay approxi- 
mately 2 cents per pound higher. Kindly advise whether we 
have a refund due us for the difference between the original 
price and the replacement price of the cotton. 

Answer: The amount of the undercharge in question is 
due the carrier and may be collected by the carrier through 
suit, although the shipper may set up the bar of the statute of 
limitations as a defense, in the event that under the statutory 
provisions of the state in which suit is brought the statutory 
period of time within which a suit should be filed has elapsed. 

Where goods delivered to a carrier for shipment are lost 
or destroyed in transit, the carrier is Mable for the market value 
of the goods at the place of destination at the time when delivey 
of the goods should have been made, less the freight charges 
to the point of destination, if they have not already been paid. 


The replacement, price at a subsequent date is not the measure 
of the carriers’ lability. 


Freight Charges—Liability of Consignor for 

Qhio.—Question: We have recently had presented to us by 
Sume of the different carriers freight bills on cars which were 
Shipped as far back as 1918, and on which the railroads claim 
to not have received their freight for the handling thereof. 

In one particular case the car of material shipped was on 
an order-notify bill of lading and on three other bills which have 
been presented us for freight handled on straight bills of lading. 
In all cases the carriers have had instructions to allow all 
freight charges to follow shipment, and in no case have they 
had any authority from us in extending credit to the consignee, 
or allowing the material to be delivered to the consignee with- 
out first having received payment of their freight charges, unless 
it is that such authority is matter of law, and is in the signing 
of the bill of lading and shipment of material. 

I understand there have been several rulings on like occa- 
sions in the court. I would like if you would kindly advise us 


as to the reference of the different rulings in connection with 
like charges. 


Answer: In a recent decision of the Supreme Court of 
New York, in the case of N. Y. C. R. R. Co. vs. Federal Sugar 
Refining Co., 194 N. Y. S. 467, it was held that where a ship- 
ment was made under an order-notify bill of lading, freight 
charges which should have. been collected from the party who 
received the goods could not be collected from the consignor 
in the event of the insolvency of the former. 

This decision, however, is apparently limited in its appli- 
cation to shipments moving on order-notify bills of lading. 

In numerous cases it has been held that the consignor, as 
the party who entered into the contract of shipment with the 
carrier, is primarily liable for the payment of the freight charges, 
notwithstanding that delivery of the shipment was made with- 
out collection of the freight charges from the consignee. See 
S. A. L. Ry. Co. vs. Montgomery, 112 S. E. 652; Southern Cotton 
Oil Co. vs. Sou. Ry., 95 S. E. 251; Southern California Com- 
mercial Co. vs. Alberti et al., 207 P. 2-3. 

There are cases, however, which hold that where the carrier 
has delivered a shipment without collecting all or some part 
of its lawful freight charges and could have held the consignee 
for the payment of the same, it could not recover the amount 
thereof from the consignor. See Y. & M. V. R. R. vs. Zemurray, 


Vol. XXX, No. 18 


238 Fed. 789, and Western Ry. of Alabama vs. Collins, 78 Sou, 
833. 
Undercharges—Time Within Which Suit for Must Be Brought 

Mifnesota.—Question: Will you kindly advise limitation in 
which carriers can collect undercharges in the state of Iowa? 

Answer: Suits for the collection 6f undercharges must, in 
accordance with Hubbell’s Legal Directory, be brought within 
five years after the @atise of action accrues. 

Freight Charges—Liability of Consignor for 

Colorado.—Question: We would like to have your opinion 
as to whether or not our company, as shipper, would be liable 
for freight charges in the following instance: 

On October 9 we made a shipment to one of our customers 
consisting of four pieces of 26-foot lumber. Shipment was re- 
fused at destination on account of high freight charge and car. 
rier informs us that we are liable as consignor. This shipment 
was covered by the old bill of lading, but carried the notation re. 
quired by the railroad companies. If this shipment had been 
covered by one of the new bills of lading, we would, of course, 
have signed it, making consignee liable for the freight charges. 

Answer: The consignor, as the party who entered into the 
contract of shipment, is the party primarily liable for the pay- 
ment of the freight charges and where the goods are refused by 
the consignee the carrier may look to the consignor for the pay- 
ment of the charges. 


Use of Second-Hand or Used Fiber Containers 

Connecticut.—Question: Will you kindly advise as to the 
official ruling with reference to the use of second-hand or used 
fiber freight cartons? 

We are contemplating the installation of a wire stitching 
machine for the purpose of sealing cartons and no not consider 
the investment worth while unless we are able to salvage a 
certain percentage of the cartons and use them a second time. 

Answer: While we know of no cases which cover the ques- 
tion, we see nothing in rules 5 and 41 of the Consolidated Classi- 
fication which prohibits the use of second-hand or used fiber 
board containers, provided they are in sufficiently good condi- 
tion to properly protect the goods while in transit. 


Application of Rates—industry Located in One City Served by 
Switching Service from Another City 

New Jersey.—Question: A firm, situated within the corpo- 
rate limits of a city has a private siding which joins the main 
side of the railroad in a small adjoining town. The firm has 
to pay freight rates from the town in which the siding termi- 
nates and not from the city in which they are located. Is there 
any ruling which protects the shipper in this case or must they 
continue paying the rate from the small adjoining town? 

Answer: As we understand it, there is no track connection 
with the private siding in question in the city in which the in- 
dustry is located and, therefore, the industry must be served 
by switching service from the adjoining town. If so, as we 
view it, in the event that there is tariff provision therefor, that 
is, if in the switching tariff applicable at that point, provision 
is made for the assessment of a switching charge or the ap- 
plication of the rate applying to and from that point, such 
charges are legally and properly applicable. If, on the other 
hand, there is no tariff provision for switching charges or rates 
to be applied on traffic moving to or from this industry, the 
principles applied by the Commission in I. and S. Docket 1117, 
Camp Logan (Houston), Tex. Rates, 49 I. C. C. 389, for deter- 
mining the charges to be applied should be applied in the instant 
case. 

In this case the Commission on page 392 said: 


Respondents argue that yard limits and switching limits are not 
onauaaee coterminous; and that the mere fact that traffic from 
and to Camp Logan is handled by switch engines and switching crews 
operating only within the Houston yard limits does not establish a 
contention of protestant and correspondents that Camp Logan is within 
the Houston Switching district. Clearly switching limits of a station 
may be greater or less in extent than the yard limits of the same 
station. It is also true that switch engines and switching crews may, 
and probably do, move traffic between points not within commas 
switching limits. But where the switching limits of a_ given poi 
are not defined in the tariffs of the carriers, and where the switching 
tariffs merely provide for the assessment of switching charges withis 
switching limits,” as in the instant case, the switching limits mus 
necessarily be determined by the area within which the carriers 
actually render switching services. The movement of traffic from an 
to Camp Logan is clearly a switching service as distinguished from 4 
line haul. 


In either event, if there is no track connection with the 
industry in the town in which the industry is located there 
cannot be switching service in that town and, therefore, there 
can be no authority for the application of the rates applyiné 
to and from that point to traffic originating at or destined to 
the industry in question. 


Demurrage—Transportation Charges on Duplicate Shipment 4 
Part of Damages for Delay . 


Indiana.—Question: An L. C. L. shipment from station A 
to station B was 72 days in transit, usual time from 18 to 20 
days. In order to supply the trade the consignees ordered - 
plicate shipment by express. The duplicate shipment — 
by express reached consignees a few days ahead of the delaye 
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THE TRAFFIC WORLD 


WAREHOUSE 


Your Stocks With Us 


150,000 Sq. Ft. Space 


DENVER 


Serves Two Million Population 






The Logical Distributing Point 
for the Southwest 


General Merchandise, Furniture and Household Goods, 
Storage and Forwarding. 


Light and Heavy Hauling. City Deliveries, Etc. 
Motor Equipment. 
Pool Car Distributing and Forwarding. 
Free Switching on Carload Lots. 


Caddo Transfer and Warehouse Company, Inc. 


615 Market Street, Shreveport, Louisiana 
P. O. Box No. 62 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention gen Merchandise Stocks, 
Storage Accounts and handling of Car 
loads for Distribution. 
NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 
CHICAGO OFFICE: 123 West Madison Street 
























Send Pool Cars in our care for distribution. 
42 teams and trucks insures prompt service 
to customers and satisfaction to you. 

















The Kennicott-Patterson Transfer Co. 
1700 Sixteenth St. DENVER, COLORADO 





SEATTLE 


Three Warehouses 
, 100 ,000 Square Feet of Floor Space 


Complete storage and distribu- 
tion facilities. Low insurance 
rates. Buildings served by 
all rail lines. Within one mile 
radius of local freight sheds 
and wholesale district. 


Send @ ois Madg 
‘* Fight | aad Why Midurigs = 
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UNITED STATES SHIPPERS! 


Avail Yourselves of the Efficient Modern 





























The Power in Volume 


The total volume of our bookings is so great that 
we are enabled to offer our clients impartially the 
lowest freight and insurance rates obtainable. 


Your shipment—from a case to a cargo—can 
secure this advantage—if you ship through Andrews. 


Established 1884 


D. C. ANDREWS & CO., Inc. 
27-29 Water Street, New York 


Boston Office Philadelphia Office 
92 State Street 788 Drexel Building 


Warehouse and Distribution Service 
of the 


National Cartage & Transfer Co., Ltd. 


VANCOUVER, CANADA 


EXCHANGE RATES NOW FAVOR EXPORTATION 
OF U. S. GOODS TO CANADA AND A REVIVAL 
OF CANADIAN TRADE IS IN PROGRESS. 


We will materially assist you in establishing and building up a 
profitable and growing business in the Canadian Northwest. 


CONNECTIONS THROUGHOUT CANADA 
Chicago Representative — Burkhart Warehouse Service 








CHESAPEAKE & CURTIS BAY RAILROAD 


General Offices, BALTIMORE, MD. New York Offices, 90 West St., New York 
R. R. GOvIN. President, 90 West Street, New Y ’ Freight TraMc Manager, treet, 
R. D. UPHA FI iret Vice President, 90 West Fy New York. f. % DRA EY, i ne Freight and Tame } ay We cc en, Bow 
0. E. THURBER, Second Vice-President, 90 West Street, New York. Yo. 
GEO. K. LOWELL, Third Vice President, in charge of Operation and frafiie, 1 COOKMAN BOYD, General Counsel, Builders’ Exchange Bldg., Baltimore, 
N. B. HERSLOFF, Treasurer, 90 West Street, New Yor. °. a KELLEY, General ~ —_™ 90 West a> York. 
@. W. S. WHITNEY, Secretary, 90 West Street, New Y: CONNOR, Superintendent, Wagners Point, Ma. 

THOMAS KEARNY, General Sollettor do" Weet Street, New York. 








EXTENDS FROM WAGNERS POINT TO CURTIS BAY 


The Chesa; & Curtis Railroad Co., its 1 
porta‘and to take care of oUtsolng felent. for to Sang, Se Seats at deep water, Baltimore, Md., is in a position to receive all foreign freight destined to mterior 
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freight shipment. Can consignees recover as damages the 
amount of express charges paid on duplicate shipment? 

Answer: We know of no decisions of the courts which 
include in the amount of damages awarded for delay to a ship- 
ment the amount of the transportation charges, either freight 
or express, on a duplicate shipment. 

It is held, however, in numerous cases, that incidental dam- 
ages, that is, necessary expenses incurred by the owner of the 
goods on account of the negligent delay of the carrier in deliv- 
ering them at their destination, may be recovered and it is pos- 
sible that the amount of the express charges, on a duplicate 
shipment or at least the difference between the freight and 
express charges on a duplicate shipment delay to the shipment in 
a part of damages for unreasonable delay to the shipment in 
question. 

Transportation Charges—Time Within Which Suit Therefor May 
Be Filed by Carrier 

New York.—Question: Is the Railroad Administration sub- 
ject to the full provision of the interstate commerce act and 
during the time that the federal control act was operative, was 
it also subject to the provisions of the interstate commerce act? 

One of our clients has had many carloads moving from Ohio 
and Alabama to San Francisco for export to the Dutch East 
Indies, which was loaded on board steamer and within a couple 
of days before the steamer was ready to sail the Shipping Board 
commandeered said vessel and the material was unloaded on 
the dock. The Railroad Administration is at the present time 
trying to collect in the neighborhood of $4,000 demurrage on 
these shipments. Is the provision of the interstate commerce 
act making it obligatory on the carriers to make collection 
within three years operative in this case, and has the Railroad 
Administration lost its right to bring suit in the state of Cali- 
fornia? 

Will you also kindly advise if they would be in a position 
to bring suit for the United States government in any court in 
the country and would be able to obtain judgment even though 
the state statutes might have outlawed the case? 

Are we correct in our conclusion that the Railroad Admin- 
istration has no case, as the matter at the present time is 
outlawed? 

Answer: In Docket 11248, Dodge Brothers, Incorporated, vs. 
Director-General et al., 62 I. C. C. 689, the Commission con- 
sidered facts very similar to those set forth above and found 
that the demurrage and storage charges assessed were not 
illegal, unreasonable or unduly prejudicial. It is, therefore, 
more than probable that the amount in question can be recov- 
ered through suit, for the reason that while section 16 of the 
interstate commerce act provides that all actions at law by 
carriers, subject to the act, for recovery of their charges or 
any part thereof shall be begun within three years from the 
time the cause of action accrues, such statutory provisions are 
usually, under the decisions of the courts, given a prospective 
and not a retroactive application, so that, in our opinion, a 
suit for demurrage charges in question may be brought by the 
carriers within the period of time prescribed by the state stat- 
utes, but not later than three years from February 28, 1920, 
the date the above provision was incorporated in the interstate 
commerce act, that is, not later than February 28, 1923. 


I. C. C. UPHELD BY COURT 


The Trafic World Washington Bureau 

The U. S. Supreme Court, October 23, reversed the Court of 
Appeals of the District of Columbia in No. 245, Interstate Com- 
merce Commission, plaintiff in error, vs. United States ex rel. 
Waste Merchants’ Association of New York, upholding the Com- 
mission and the Supreme Court of the District of Columbia. In 
this case the Waste Merchants’ Association, by mandamus, sought 
to have the Commission again take jurisdiction of its complaint, 
which had been dismissed, and require the railroads to make an 


‘before the Commission. 
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allowance to the members of the association who loaded paper 
stock into cars in New York during the war because the Director- 
General and the railroads could not obtain labor to do thai work, 
The Supreme Court did not consider the merits of the case, Jus- 
tice Brandeis contenting himself with saying that mandamus 
could not be refused to compel a particular exercise of judgment 
or discretion by the Commission, which, he said, had not dis- 
missed the complaint for lack of jurisdiction but because it deemed 


the complainant members not entitled to an allowance for load- 
ing the cars. 


In his opinion Justice Brandeis, after reciting the facts 


about the case having been tried before the Commission and re- 
hearing denied, said: 


Then, on behalf of the Association members, this petition for a 
writ of mandamus was filed in the Supreme Court of the District of 
Columbia. It prayed that the Commission be directed to take jurisdic- 
tion of the claims, to allow damages and to fix the amount thereof. 
Upon a rule to show cause, objection was made to the jurisdiction of 
the court over the subject matter; and the case was heard upon 
demurrer to the answer, which set up more fully the proceedings 
before the Commission. The Supreme Court of the District dismissed 
the petition on the ground that the relators, having participated in 
and obtained benefits from the alleged violations of law, were not in 
a position to complain. Its judgment was reversed by the Court of 
Appeals of the District on the ground that upon the facts found by 
the Commissior complainants were clearly entitled to relief. The 
case was remanded with directions to issue the mandamus. It is 
here on writ of error. 

We have no occasion to consider the merits of the controversy 

That it did not dismiss the complaint for 
lack of jurisdiction is clear. It heard the case fully. It found that 
the rates charged were not unreasonable or discriminatory in viola- 
tion of the Commerce Act, nor unreasonable for the service actually 
performed in violation of the Federal Control Act. It found that 
the conditions complained of were an incident of the World War; 
that the arrangement for loading was a voluntary one beneficial to 
complainants’ members: that there was no provision in the tariffs 
for allowance to shippers who load cars; and that, therefore, such 
allowance could not legally be made by the carriers. The Com- 
mission dismissed the complaint because it held that the petitioners 
were not entitled to relief. Waste Merchants Association vs. Director 
General, 57 I. C. C. 686. 

Petitioners sought in this proceeding to set aside the adverse deci- 
sion of the Commission on the merits and to compel a decision in 
their favor. The Court of Appeals granted the writ. This was error. 
Mandamus cannot be had to compel a particular exercise of judgment 
or discretion, Riverside Oil Co. vs. Hitchcock, 190 U. S. 316; Ness vs. 
Fisher, 223 U. S. 683; Hall vs. Payne, 254 U. S. 343; or be used asa 
writ of error, Commissioner of Patents vs. Whitely, 4 Wall. 522. The 
case at bar is not like Interstate Commerce Commission vs. Hum- 
boldt Steamship Co., 224 U. S. 474 and Louisville Cement Co. vs. 
Interstate Commerce Commission, 246 U. S. 638, where the Commis- 
sion had wrongly held that it did not have jurisdiction to adjudicate 
the controversy; nor is it like Kansas City Southern Railway Co. vs. 
Interstate Commerce Commission, 252 U. S. 178, where the Commis- 
sion wrongly refused to perform a specific, peremptory duty prescribed 
by Congress. 

Whether a judicial review can be had by some other form of 
proceeding, we need not enquire. Compare Louisiana & Pine Bluff 
Railway Co. vs. United States, 257 U. S. 114, 116; Philadelphia & 
Reading Railway Co. vs. United States, 240 U. S. 334, 336; Proctor & 
Gamble Co. v. United States, 225 U. S. 282 


CAR DISTRIBUTION CASE 


The Trafic World Washington Bureau 

In a per curiam order, the Supreme Court of the United 
States; October 23, affirmed the decision of the United States 
Court for the northern District of Alabama, in No. 18, Corona 
Coal Co. vs. the Southern Railway, on the authority of the court's 
decision in the Lambert’s Run case against the Baltimore & Ohio. 
Chief Justice Taft, in announcing the order of the court, said 
that were the case to be tried the decision in the Lambert's 
Run case would be controlling. 

The effect of the order is a reiteration by the court that 
the matter of the distribution of coal cars, in the first instance, is 
an administrative matter to be disposed of by the Interstate Com- 
merce Commission and not a judicial question to be handled in 
the courts. The Alabama court ruled against the coal company 


and the highest tribunal affirmed the decision of the lower 48 
the law on the subject. 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





‘CARRYING LIQUOR ON BOTH 
SHOULDERS 


Editor The Traffic World: : 

After reading your “Liquor and Economics” in this week’s 
Traffic World, I am led to ask whether it is not true that you 
cannot carry liquor on both shoulders any more than you can 
carry water in that dubious way? Why not come out frankly 


and own that the whole prohibition amendment is a fraud, 4 
delusion and a snare? 


A fraud: Because it was pulled off by about 10 per cel 
of American voters when the other 90 per cent were engaged 
in other more pressing affairs. 


A delusion: Because it presumed to incorporate into funda 
mental law the morals of a minority that contravene the cus 
toms of a majority of mankind from time immemorial. 


Oct 
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INLAND MARINE CORPORATION 


Provides 


Low All-Water Freight Rates 
The New York State Barge Canal Route 


New York Harbor Points 


Buffalo, N. Y. 
Cleveland, Ohio 
Chicago, IIl. 


Detroit, Mich. Milwaukee, Wis. 
Duluth, Minn. St. Paul, Minn. 
Minneapolis, Minn. St. Louis, Mo. 


and 
Points in the Same Rate Territories 


ie ashe ul OFFICES 


Tel. Bowling Green 3516-9 
Tel. Seneca 8203 
Tel. Atlantic 0596 


"SMEDITERRANEAN EESie 


REGULAR SAILINGS 


NEW YORK CITY, 1 oore St 
BUTE ar N. Y., 522 Ellicott 
INNEAPOLIS, 20 Builders’ 





SERVICE 
BETWEEN 


NEW YORK AND PHILADELPHIA 


and 
MARSEILLES, SPAIN 


GENOA, NORTH AFRICA 


Through Bills of Lading for all ports of S ~ Morocco, 
eee >» Tanta, Cette, “ang and 


SOCIETE LES AFFRETEURS REUNIS > 
CHICAGO AGENT: 
M.E. Kienappel, 112 W. Adams $t. 


PHILADELPHIA AGENT: TH REE STAR LINE, Inc. 


Weseaherg & Co., 385 Walnat St. PT Minera a RACM er aCe cal i 








NAWSCO LINES 


recuar INTERCOASTAL 


FREIGHT 
SERVICE 


PORTLAND 
BOSTON 
PHILADELPHIA 


and 


NEW YORK 
BALTIMORE 


LOS ANGELES PORTLAND 


SAN DIEGO ASTORIA 

SAN FRANCISCO SEATTLE 

OAKLAND TACOMA 
VANCOUVER 








NORTH ATLANTIC AND WESTERN S.S. CO. 


Owners and Operators, U. S. Shipping Board Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So. 4thSt. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adams St. 


o ADMIRAL LINE Pacific Coast Ports 
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ROUTE YOUR CARGO VIA 


Mobile=Gulfport:Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 










Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL AND MANCHESTER 


Sailing from Pensacola Oct. 25th 
U.S.S.B. S.S. AFOUNDRIA..... Sailing from Mobile Nov. 2nd 


LIVERPOOL 
U.S.S.B. S.S. COAHOMA COUNTY ..Sailing from Mobile Nov. 20th 
LONDON AND NEWCASTLE 


Sailing from Gulfport Oct. 24th 
U.S.S.B. S.S. MAIDEN CREEK. Sailing from Pensacola Oct. 27th 


Sailing from Mobile Oct. 31st 
HAMBURG AND BREMEN 


Sailing from New Orleans Oct. 23rd 
U.S.S.B. S.S. EFFINGHAM..... Sailing from Pensacola Oct. 27th 


Sailing from Mobile Oct. 31st _ 
BARCELONA AND VALENCIA 
U.S.S.B. S.S. WEST CHETAC.. Sailing from Mobile about Nov. 8th 
VENICE AND ALEXANDRIA 
USL.B.. OB.. OPTI. .....0:0:0:0:0,0: Sailing from Mobile about Nov. 10th 
LONDON 


Sailing from Gulfport Nov. 11th 
U.S.S.B. S.S. CLAVARACK.... < Sailing from Pensacola Nov. 16th 


Sailing from Mobile Nov. 20th 
Waterman Steamship Corporation 
“Operating United States Government Ships” 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 










































































| “Ship by Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 





Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


FROM 


New York, Baltimore 


Philadelphia 


Norfolk, 
Thru bills of lading issued to 


San Diego, Oakland, Stockton, and Sacramento, Calif.; 
Hawaiian and Far East Points; Astoria, Ore.; Grays bor 
and Puget Sound Ports, Wash. ; Vancouver and Victoria, B.C. 
For rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone, Bowling Green 7394 
Belimere, Ma. a Pa. eae, Fe. Goes Ohio 
Oli 5 


“we at our mites 9 Offices at ports of call, were 
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A snare: Because it has enmeshed the American people 
in a perfect saturnalia of lawlessness; diverting the courts and 
police from their true functions of protecting communities from 
murder, burglary, assaults and other crimes that have been 
crimes without question since the organization of society. 

There is no question of morals involved at all in the pro- 
hibition of the manufacture, sale, and use of intoxicating bev- 
erages. There may be something to say for it economically. 
But there, again, it is a question which the individual has a right 
to decide for himself. The employer has a right to say that 
he will not employ any man who “tarries with strong drink.” 
Even though he boasts a well-stocked cellar “for his often in- 
firmities.” But where does he get the right to say that his em- 
ployes shall be forbidden by law to “rush the growler,” after 
the closing bell has rung? 

These are questions that rise to argue down all attempts 
to enforce a law which is not acceptable to the free will of an 
enlightened people. Why do the “drys” oppose every effort to 
get a state-wide expression of the popular will on this subject? 

Chicago, Oct. 17, 1922. Slason Thompson. 


DAMAGES FOR DELAY 


Editor The Traffic World: 

We enjoy reading your Traffic World very much, as we have 
found many things that have been of much interest and help 
to us. Especially do we find the items in The Open Forum 
helpful, and permit us to add that, in our opinion, this particular 
phase “of the magazine can be used to a great benefit for its 
many readers, by relating their experiences in all phases of traf- 
fic, for it is in exchange of views that the best of minds are 
broadened. 

Here is a recent experience of ours that we wish to relate: 
A firm in Chicago makes shipment to Baltimore of merchandise 
valued at $5,000. Terms of order call for 2 per cent discount 
10 days from date of billing. Shipping instructions are f. o. b. 
point of origin, route over quickest road. All of us know that 
it only requires four days for transportation between these 
points, although in this case it required 34 days. The point 
that I want to call to your attention is that we were without 
the service of the amount involved for 24 days without any 
means of redress whatsoever. It is not possible to say what 
the sum would have meant to us had we been able to get mer- 
chandise in on schedule time. The above case, I will admit, 
is exceptional in considering the time in transit, but there are 
daily occurrences with every consignee where carrier falls down 
on deliveries from four to six days. 

Don’t you feel that this question should be taken up with 
a view to enacting a law that would penalize the carrier for 
delayed deliveries? The carrier is fully protected, for it is 
allowed to assess storage fees, demurrage, etc. Why not have 
justice divided proportionally, so that all parties involved may 
be protected? 

The Hub, 

Baltimore, Oct. 14, 1922. B. McIntire, Traffic Mer. 
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Personal Notes 





Durant Motors, Inc., announces the following personnel of 
its traffic department: W. J. Bailey, director of traffic, Long 
Island City, N. Y.; F. L. Pomeroy, assistant director of traffic, 
Long Island City, N. Y.; E. G. Rice, assistant to the director 
of traffic, Long Island City, N. Y.; P. V. Demerest, traffic man- 
ager, Elizabeth, N. J.; B. C. Sproul, traffic manager, Lansing, 
Mich.; E. C. Allander, traffic manager, Oakland, Cal.; A. C. 
Heath, traffic manager, Muncie, Ind.; E. F. Howley, traffic man- 
ager, Leaside, Ont. 


The Chicago, Rock Island & Pacific announces the follow- 
ing appointments, effective November 1: G. E. Schnitzer, gen- 
eral freight agent, Little Rock, Ark.; H. E. Rilley, assistant 
general freight agent, Little Rock, Ark., vice G. E. Schnitzer, 
promoted. 


Charles H. Barham, general freight agent of the N. C. & 
St. L., has been named chairman of the Southern Freight Asso- 
ciation, an organization which grew out of a meeting held in 
Atlanta for the purpose of reorganizing the Southern Freight 
Rate Association. Mr. Barham will take up the work November 
1. The Southern Freight Rate Committee, which now operates 
under the Southern Freight Rate Association, will become the 
standing committee of the new organization, and will retain the 
Atlanta offices. L. E. Chalenor, who was named secretary of 
the Southern Freight Asociation, and the following compose 
the standing committee: S. B. Mitchell, E. K. Bryan, G. S. 
Rains and C. H. Pearson. L. Greene, vice-president of the 
Southern Railway, is head of the Southern Freight Rate Asso- 
ciation. 

F. P. Guthrie, head of the radio division operating depart- 
ment of the Shipping Board Emergency Fleet Corporation, has 
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been designated by Chairman Lasker as the representative of 
the Shipping Board and Emergency Fleet Corporation to serve 
as a member of the inter-departmental committee on electrical] 
communications, which committee will study the problems to 
be considered at the forthcoming international conference op 
electrical communications. Mr. Guthrie was a delegate to the 
Interallied Communication Conference at Paris last summer, 
~~ been with the Emergency Fleet Corporation since May, 

The Virginian Railway announces the following appoint. 
ments: H.C. Mitchell, assistant general freight agent, in charge 
of solicitation, Norfolk, Va.; J. E. Black, general agent, Pitts. 
burgh, vice H. C. Mitchell, promoted. 

John F. Hymes has been appointed traveling agent, north. 
ern California, of the San Francisco-Sacramento Railroad, vice 
H. E. Willis, who has been made general agent, freight and pas. 
senger department, Sacramento, Cal. 

The Port Huron & Detroit Railroad announces the following 
appointments: A. C. McDannel, general manager; F. D. Gould. 
burg, general freight and passenger agent; L. C. Van Laan, 
auditor; W. N. Boyd, chief engineer; J. A. Buechler, master 
mechanic; F. E. Pinkerton, superintendent of car service; and 
G. H. Greenaway, superintendent. The company has assumed 
operation of the line running from Port Huron to Marine City, 
Mich., which was operated by the Detroit, Bay City & Western 
Railway. 

The Louisville & Nashville announces the following appoint- 
ments: M. C. Browning, general agent, Chicago, vice F. §. 
Griffin, promoted; C. F. Stith, general agent, Cleveland, vice 
M. C. Browning; M. P. Davis, commercial agent, Kansas City, 
Mo., vice C. F. Stith. 


DOINGS OF THE TRAFFIC CLUBS 


The first annual banquet of the Oil City-Franklin Traffic Club 
will be held December 7, in Franklin, Pa. J. W. Clark, assistant 
traffic manager of the C. C. C. & St. L. Railway, St. Louis, will 
make the main address. 





The Denver Commercial Traffic Club held its seventh annual 
Ladies’ Night October 18. There was a dinner, followed by an 
entertainment and dancing. 





The bi-monthly meeting of the Traffic Club of Pittsburgh 
was held October 23. Thomas A. Dunn, a director of the Cham- 
ber of Commerce of Pittsburgh, was the speaker. 





The Traffic Club of Atlanta announces the opening of per 
manent quarters at 1514 Peachtree street, October 14. 





The next meeting of the Miami Valley Traffic Club will be 
held in the rooms of the Hamilton Club, Hamilton, O., October 
30. The speaker will be W. H. McGuffey, assistant to the vice 
president in charge of traffic of the Southern Railway. 





The Milwaukee Traffic Club will have a smoker in the club 
room at the Hotel Pfister, October 30. J. J. Blommer, traffic 
secretary of the Milwaukee Association of Commerce, will speak 
on “The Value of the Milwaukee Traffic Club to Its Members 
and to the Community.” 





The Traffic Club of Des Moines held a smoker in the Hotel 
Fort, Des Moines, October 21. 





The railway, steamship and traffic men of the border com: 
munities at Windsor, Ont., have organized in an association to 
be known as the Border Cities Transportation Club. Officers 
elected to serve the remainder of 1922 are: President, J. H. 
Marshall, Canadian Pacific Railway; vice-president, W. R. Bur 
gin, Ford Motor Company of Canada, Ltd.; secretary-treasure!, 
J. H. Becker, Michigan Central Railroad; directors, D. J. Bourke. 
Great Lakes Transportation Company, and H. P. Parker, Idea! 
Fence and Spring Company. Regular monthly luncheons and 
meetings will be held in the Prince Edward Hotel. 





The Traffic Club of Fort Worth, Tex., elected the following 
officers at the annual dinner, October 17: President, A. B. Wal 
dron; first vice-president, A. J. Scrinver; second vice-president, 
R. E. Norman; third vice-president, E. C. Price; secretary, C. F. 
Laue (re-elected); treasurer, L. R. King; board of governo!’, 
I. S. McConnell, H. W. Landman, T. E. Reilly, H. J. Fitzgerald, 
C. A. Evans and G. L. Whitley. 





At the meeting of the Grand Rapids Traffic Club, the evenilé 
of November 9, Henry A. Palmer, editor of The Traffic World. 
will speak on “The Associated Traffic Clubs of America.” 


Our Washington Office is your Washington office 
if you are a subscriber te THE DAILY TRAFFIC 
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New York-Baltimore- San‘ Francisco 


VIA PANAMA CANAL 
PASSENGER AND FREIGHT SERVICE 
Calling at ——— San Jose de Guatemala, La Libertad, Corinto, Canal Zone, 
Havana, Baltimore, Norfolk, New York, and Philadelphia 
WESTBOUND SAILINGS EASTBOUND SAILINGS 
Balti- _Phila- San 
delpia Norfolk 
















New bay ene 
VENEZUELA... Nor. 1 SANT. 
pre ny A. 
SANTA ROSA.. 
COLOMBIA.... Dec. 30 Dec. 21 
Thereafter every 10 . 


VENEZUELA. . 
SANTA MALTA, Jan. 6 Jan. 
Thereafter every 10 days 


eeeeee ec eeeee 


OFFICES: 
eee ee Hoge Building Norfolk . . Southgate Fwd. & Stg. 
Baltimore . Continental Building Cleveland . - 613 Engineers Bidg. 
Pittsburgh ...... Century B 3ldg. 


PANAMA SERVICE 
Between San Francisce, Les Angeles, Mexico, Central America and Canal Zene 
S.S. NEWPORT sails from San Francisco Nov. 28 
and Sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Sete, New York 508 California St., San Francisco 
503 So. Spring St., Alexandria Hotel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
Hongkong and Manila 


Passenger and Freight Sailings by New and Luxurious U. S. 


Shipping rd Liners: 
§.S. President Wilson (-empre'ste”) . Sails Nov. 2 
sails Nov. 16 


S.S. President Taft . . . . . 

S.S. President Lincoln . . . . Sails Nov. 30 
§.S. President Pierce ._. at sails Dec. 14 
Through bills of lading iseued to and from points beyond ports of call 


For rates and other information apply to any railroad or tourist agency, or to 


PACIFIC MAIL STEAMSHIP CO. 
508 California St., San Francisco 10 Hanover ys nee ed New York 
603 So. Spring St., Alezandria Hotel, Los Angeles 


Managing Agents: U. S. SHIPPING BOARD 














FREIGHT PASSENGER 
DIRECT SERVICE 


Between 


New York and Savannah 


Boston and Savannah 


Through package cars to all principal Southern and 
Western points, in connnection with 


FAST FREIGHT LINES THROUGH SAVANNAH 


Central-Savannah Line 
Atlantic Coast-Savannah Line Seaboard-Savannah Line 
Southern Railway Savannah & Atlanta Ry. 


Freight is loaded direct from ship to cars at Savannah to break 
bulk at destination. Time and handling reduced to a minimum 


From New York —SAILINGS— From Boston 


Tuesdays, Thursdays and Saturdays Tuesdays and Saturdays 
at 3 P. M. at 3 P. M. 


Complete information will be gladly furnished by any official 
or representative of the Company 


OCEAN STEAMSHIP COMPANY of SAVANNAH 


General Offices: Pier 50, North River NEW YORK, N. Y. 


Francisco Pane 
A PAULA Nov. 20 Nov. 22 
Nov. 23 Nov. 25 
ANTA OLIVIA Dec. 12 Dec. 14 
. Dec. 16 Dec. 18 


\ London 
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Freight Service 


WHITE STAR DOMINION LINE 
ATLANTIC TRANSPORT LINE 
RED STAR LINE 


AMERICAN LINE 
LEYLAND LINE 
WHITE STAR LINE 


REGULAR SAILINGS 
FROM 


New York 

Boston Montreal 

Philadelphia Baltimore 
Galveston 


Portland, Me. Norfolk 
Mobile 
New Orleans 


Brunswick 


Avonmouth Diiz¢ 
Southampton Gibraltar 
Antwerp Genoa 
Hamburg Naples 


International Mercantile Marine Co. 


_ A. C. Fetterolf, Freight Traffic ages 

Gen. Western Freight Agt. T. 0. Ba. 

zi South ‘ita Salle ~ to Ma “Lite “al dive: 
m 


: a err Losant = retest 


Australia 
Tasmania 
New Zealand 


Liverpool 
Manchester 
Glasgow 


New York, | Broadway rieans, Hibernia Bank B 
Fosten, “ Ge iva pange | a 
Nortel m, Gotten SS ae Bidg. 


i 
Patadelniy ourse “1 s. 
Baltimore ha me ser gagemare ‘Moir, alge 





Pacific—Caribbean— 


Gulf Line 


DIRECT SERVICE 
BETWEEN, 


NEW ORLEANS 
MOBILE 


AND 
San Diege, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
Coast Ports via Panama Canal 


FROM NEW ORLEANS 


SS ELDORADO Sailed October 21st 
SS CAROLYN October 26th 
SS LAKE BRIDGE Early November 
SS REDONDO Middle November 
SS ALVARADO Late November 


Sailings Every Ten Days Thereafter. 


Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
630 Common St., New Orleans, La. 
Steele Bldg. SWAYNE & HOYT, Inc. 19 Moore St. 


Galveston, Texas 430 Sansome St. New York City 
San Francisco, Calif. 
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BOX CARS ORDERED WEST 
The Trafic World Washington Bureau 


In order to relieve the car shortage in the West and meet 
the demands of agriculturists, farmers and other shippers for 
greater transportation facilities, the car service division of the 
American Railway Association October 25 ordered railroads op- 
erating east of Chicago, Peoria and St. Louis to return at once 
all box cars now on their lines which are owned by carriers 
in the Northwestern, Central Western and Southwestern dis- 
tricts. The order calls upon these carriers to send such cars 
at once to western roads. 

In the territory east of Chicago, Peoria, and St. Louis and 
west of Grand Rapids, Detroit, Toledo, Cleveland, Youngstown, 
Pittsburgh and Wheeling, loading of all box cars belonging to 
western railroads is ordered discontinued and these cars must 
be moved west empty. 

Use of these box cars for local loading is ordered discontin- 
ued by the car service division in the territory surrounding Grand 
Rapids, Detroit, Toledo, Youngstown, Pittsburgh and Wheeling; 
as well as all territory east of those points. Where cars in that 
territory can be loaded, consigned to Chicago, Peoria, St. 
Louis or other western junction points or points beyond, per- 
mission is granted. Any cars, however, for which through load- 
ing is not immediately available must be moved empty to the 
West. 

While automobile cars are exempted by the car service di- 
vision in that part of the order, it is provided, however, that 
they must be moved, loaded or empty, in the direction of auto- 
mobile loading territory. 

The order of the car service division is the most drastic 
ever issued ,and was promulgated for the purpose of aiding in 
the movement of the tremendous business which is now being 
offered to the railroads in the West. In 1920 orders were 
issued for the movement of trains of empty freight cars to 
western points. That order resulted, however, in many cars 
being dispatched westward which were wholly unsuited for the 
needs of the shippers in that part of the United States. Today’s 
order, however, limits the movement to those: cars belonging 
to western railroads, as such cars are particularly adapted to 
the needs of the shippers in that part of the country. 

The car service division was advised that one of the large 
eastern: railroads is already making up two trains of empty 
cars for movement to the West in compliance with ‘the order. 
The text of the order follows: 

“In order to meet an emergency existing in Northwestern, 
Central Western and Southwestern territory for grain and other 
food products loading and to carry out provisions of Intestate 
Commerce Commission Service Orders 24 and 25: 

“Effective at once and continuing until further notice, handle 
box cars, except automobile cars, of Northwestern, Central West- 
ern and Southwestern region ownerships as follows: 


1. Discontinue all local loading and load only to or beyond 
Chicago, Peoria, St. Louis or other western junction points from 
all territory Grand Rapids, Detroit, Toledo, Cleveland, Youngs- 
town, Pittsburgh, Wheeling and east thereof. , 

2. Any cars for which through loading not immediately 
available to be moved empty to Chicago, Peoria, St. Louis or other 
western junctions for delivery to owning lines, in accordance 
with Car Service Rules. x . 

8. Discontinue all Yoading at points west of Grand Rapids, 
Detroit, Toledo, Cleveland, Youngstown, Pittsburgh and Wheeling 
and move empty to Chicago, Peoria, St. Louis or other western 
junctions for delivery to owning lines. If home route takes cars 
in opposite direction from home Car Service Division will, on 
application, arrange outlet in short route. 

4. Miscellaneous serviceable box cars of northwestern, cen- 
tral western and southwestern ownership will be accepted at 
Chicago, Peoria, St. Louis and other western gateways, regard- 
less of ownership or home route if home route takes cars in 
opposite direction from home. 

5. Promptly report to Car Service Division for disposition 
any empty box cars belonging to northwestern, central western 
or southwestern lines not moving due to congestion, failure of 
connections to accept or for other causes. 

6. Report daily to Car Service Division by wire total number 
western box cars delivered, loaded and empty, to northwestern, 
central western and southwestern junctions for home separately 
via each junction point. 

Automobile cars to be moved, loaded or empty, in the 
direction of automobile loading territory in accordance with 
previous instructions. 


“Please make this effective by wire and send copy of your 
instructions to this office.” 


COAL PRODUCTION REPORT 


The Geological Survey’s report on coal for the current week 
says: 


Complete returns on coal production in the third week of October 
show an increase to about 10,200,000 tons of soft coal. Production of 
anthracite has been at about the same rate as during the preceding 
week and will be at least 2,000,000 tons. Present indications are, 
therefore, that the total of all coal raised this week is about 12,200,000 
tons. 

The number of cars loaded on Monday, October 16, as reported 
by the railyoads, was 41,201 cars, establishing a new record for this 
year. On Tuesday, loadings declined to 31,330 cars, and on Wednesday 
to 29,996. These were, however, the highest loadings reported on any 
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second and third working days of a week since the close of the strike, 
On Thursday there was a further decline to 28,784 cars. Full returns 
on loadings for the week are expected to indicate production of 
10,200,000 tons. 

Transportation remains the limiting factor in the current rate of 
production. Since the first of September no other causes have appre- 
ciably restricted the rate of output. Production of bituminous coal 
in the third week of October for the past six years has been as follows: 


SY ae 10,124,600 tons BOG » os .cin.c cas 12,110,000 tons 
Se tea fe: 11,367,000 tons BOS. 2 ove caves 11,049,000 tons 
BOERS wikin ocean 11,829,000 tons io Re pee 10,200,000 tons 


Production of anthracite passed the 2-million ton mark in the 
second week of October. The estimated total output was 2,075,000 
net tons. Preliminary reports to the American Railway Association show 
that 24,682 cars were loaded on the first four days of the present 
week (October 16-21), indicating that production will again be in the 
neighborhood of 2,000,000 tons. 

There was a slight increase in shipments of bituminous coal 
through Hampton Roads during the week ended October 14. Dump- 
ings totaled 261,080 tons as against 253,544 in the week before. Ship. 
ments to New England decreased, whereas other coastwise shipments 
and cargo coal for export increased. 

There has been a gradual decline in tonnage of soft coal dumped 
into vessels at Lake Erie piers since the week ended September 24 
during which was established the high record in lake traffic. Pre- 
liminary reports of dumpings during the first two days of the present 


week are about 16 per cent less than dumpings on corresponding days 
of last week. 


The Ore and Coal Exchange reports the total handled during the 
week ended October 15 as 1,090,599 net tons as compared with 1,179,298 
tons the week before. In comparison with the corresponding week a 
year ago this was an increase of 37 per cent. Of the total dumpings 


— week, 1,052,043 tons were cargo coal and 38,556 tons were vessel 
uel. 


During the present season to October 15, inclusive, 11,888,126 tons 
of cargo coal have been dumped into vessels at Lake Erie piefs. Of 
this quantity, 10,856,683 tons were forwarded to regular lake destina- 


tions and 1,031,443 were forwarded to Lake Erie destinations not ordi- 
narily taking lake coal. 


The quantity sent to regular lake markets this season is 38 per 


cent less than in 1921, 32 per cent less than in 1920, and 40 per cent 
less than in 1919. 


COAL LOADING 


Loading of bituminous coal on Tuesday, October 17, 
amounted to 31,330 cars. While this was a decrease of 9,871 
cars below the preceding day, when loadings are always heayv- 
ier than on other days in the week, it exceeded by 2,091 cars 
the previous Tuesday. The total for Tuesday also was 285 cars 
above the daily average for October last year, and 2,756 in ex- 
cess of the daily average for last September. 

Anthracite loading on Tuesday totaled 6,349 cars. This was 
an increase of 398 cars over the day before. It also surpassed 
the average daily loadings for both October, 1920, and 1921. 

In the first three days of the week ended October 21, 102,427 
cars were loaded with bituminous coal, the largest number loaded 
during any corresponding period since the miners’ strike began 
on April 1 last, according to reports received from the rail 
carriers by the Car Service Division of the American Railway 
Association. This exceeded by 3,921 cars the total bituminous 
loading for the first three days of the preceding week which up 
to that time had marked the high point. 

Loading of bituminous coal on Wednesday amounted to 29, 
996 cars. This was a decrease of 1,334 cars compared with the 
day before. It was, however, an increase of 1,422 above the daily 
average for September last but lacked 1,000 cars of equalling the 
Gaily average for October last year. 

Loading of anthracite coal on Wednesday totaled 6,258 cars, 
91 under the day before. Wednesday’s loading, however, ex- 
ceeded by approximately 350 cars the daily averages for both 
October, 1920 and 1921. 

Loading of anthracite coal October 20 amounted to 6,129 
cars, according to reports received from the railroads of the 
country by the car service division of the American Railway 
Association. -This was an increase of four cars over the day 
before. This also exceeded by more than 200 cars the daily 
average loading in October, 1920, and 1921. 

Loading of bituminous coal the same day amounted to 
27,239 cars, 1,549 under the day before. This was approxi 
mately 1,300 cars below the daily average for last September. 

A new record for the period since the miners’ strike begat 
on April 1 in the number of cars loaded with coal was established 
the week ended October 21, according to complete reports re 
ceived by the Car Service Division of the American Railway 
Association from the rail carriers. 

Loading for the week totaled 223,411 cars. This exceeded 
by 2,660 cars the week before which had marked the high point 
in coal loading. 

Loading of bituminous coal last week amounted to 186,295 
cars. This was an increase of 3,806 cars over the week before. 
Anthracite loading amounted to 31,116 cars which was a d¢ 
crease, however, of 1,446 under the week before. 

Average daily loading of bituminous coal last week 
amounted to 31,050 cars, an increase of 650 cars over the. daily 
average for the week before, and 5 cars in excess of the daily 
average for October, 1921. Daily average loading for anthracite 
coal was 6,186 cars, a decrease of 190 cars below the daily aver 
age loading for the previous week but in excess of the daily 
average for October, 1920 and 1921. 

On the basis of coal loading, coal production during the 
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week approximated 12,100,000 tons, the greatest amount pro- 
duced during any one week since the strike began. Of this 
amount 10,250,000 tons were bituminous and 1,850,000 tons, an- 
thracite. Production during the previous week was approxi- 
mately 11,950,000 tons. 

Bituminous coal loading last Saturday amounted to 27,745 
cars. This was an increase of 560 cars over the preceding day. 

Loading of anthracite coal Saturday totaled 6,305 cars, an 
increase of 176 cars over the day before. 

Loading of bituminous coal last Monday was the largest 
since December 20, 1920, according to reports received October 
25 from the carriers by the car service division of the American 
Railway Association. The total was 43,243 cars. 

This was an increase of 2,042 cars over the total for Mon- 
day, October 16, which, up to that time, had marked the high 
point reached in bituminous coal loadings since the miners’ 
strike. 

Loading of bituminous coal on Monday eclipsed the daily 
average for October last year by approximately 12,200 cars, and 
also was approximately 13,000 cars in excess of the daily aver- 
age for the first three weeks in October this year. 

Anthracite loading on Monday amounted to 6,398 cars. 
This exceeded the previous Saturday by 93 cars, and also sur- 
passed the daily average loading for the first three weeks this 
month by more than 200 cars. It also was approximately 500 
cars above the daily average for October 1920 and 1921. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars dropped to 4,275 
while the shortage increased to 156,309 in the period, October 8 
to 15, according to the compilation of the car service division of 
the American Railway Association. This was an increase in the 
shortage of approximately 16,000 in a week. 

The shortage was made up as follows: Box 74,680; ventilated 
box, 1,101; auto-furniture, 1,330; total, box 77,111; flat, 6,797, 
gondola, 26,519; hopper, 18,465; all coal, 44,984; coke, 471; single 
deck stock, 16,994; double deck stock, 1,925; refrigerator, 7,631; 
tank, 12; miscellaneous, 384; total, 156,309. 

The surplus was made up as follows: Box, 258; ventilated; 10 
auto-furniture, 23; total 291; flat, 583; gondola, 569; hopper, 
1,019; all-coal, 1,588; coke, 11; single deck stock, 99; double deck 
stock, 10; refrigerator, 178; tank, 253; miscellaneous, 1,262; 
total, 4,275. 


REVENUE FREIGHT LOADING 


Revenue freight loading in the week ending October 14 
showed an increase of 15,301 cars over the week preceding but 
did not completely recover the drop that took place in the first 
week of the month; according to the weekly report of the car 
service division of the American Railway Association. 

The number of cars loaded was 983,470 as compared with 
910,529 in the corresponding week of last year and 1,018,539 
in the corresponding week of 1920, which was the week of the 
peak loading in the history of American railroads. In the 
southern, central western and southwestern districts, however, 
the loading was in excess of that for the corresponding week 
of 1920 and in all districts except the Pocahontas it was in 
excess of that for last year. Increases as compared with the 
preceding week were shown in the loading of grain and grain 
products, coal, coke, forest products and miscellaneous. There 
were decreases in live stock, ore and merchandise LCL. 

Loading by districts in the week ended October 14 and in 
the corresponding week of 1921, was as follows: 

Eastern istrict: Grain and grain products, 8,913 and 
8,799; live stock 3,281 and 3,383; coal, 59,410 and 51,741; coke, 
1,847 and 1,889; forest products, 5,776 and 4,392; ore, 4,876 and 
1,162; merchandise LCL, 62,654 and 62,150; miscellaneous, 
pone and 82,801; total 1922, 239,198; 1921, 216,317; 1920, 

Allegheny district: Grain and grain products, 3,179 and 
2,477; live stock, 3,207 and 3,280; coal, 59,503 and 53,434; coke, 
5,179 and 2,666; forest products, 3,183 and 2,949; ore, 9,350 and 
2,949; merchandise LCL, 43,871 and 48,648; miscellaneous, 74,156 
and 59,288; total, 1922, 201,628; 1921, 175,690; 1920, 214,605. 

Pocahontas district: Grain and grain products, 224 and 
212; live stock, 369 and 474; coal, 18,156 and 25,1387; coke, 275 
and 172; forest products, 1,498 and 1,221; ore, 26 and 111; 
merchandise LCL, 5,373 and 5,569; miscellaneous, 3,579 and 
4,030; total 1922, 29,502; 1921, 36,826; 1920, 37,694. ~ 

Southern district: Grain and grain products, 3,632 and 
3,434; live stock, 2,539 and 2,361; coal, 22,769 and 26,990; coke, 
1,074 and 466; forest products, 20,080 and 16,838; ore, 1,261 and 
508; merchandise LCL, 39,064 and 40,314; miscellaneous, 46,304 

and 41,834; total, 1922, 136,723; 1921, 132,745; 1920, 135,338, 

Northwestern district: Grain and grain products, 18,792 
and 15,682; live stock, 9,769 and 9,030; coal, 10,005 and 11,110; 
coke, 1,300 and 741; forest products, 15,096 and 12,766; ore, 
28,314 and 13,655; merchandise LCL, 28,314 and 29,189; mis- 
cellaneous, 42,406 and 42,579; total, 1922, 153,996; 1921, 134,572; 
1920, 167,939. 
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Central Western district: Grain and grain products, 12,554 
and 13,004; live stock, 15,843 and 14,065; coal, 19,825 and 21,997; 
coke, 386 and 218; forest products, 7,311 and 7,191; ore, 2,108 
and 736; merchandise LCL, 31,474 and 32,063; miscellaneous, 
61,319 and 56,871; total, 1922, 150,820; 1921, 146,145; 1920, 
145,513. 

Southwestern district: Grain and grain products, 5,198 
and 4,239; live stock, 4,133 and°3,416; coal, 7,258 and 5,138; coke, 
147 and 147; forest products, 6,783 and 7,405; ore, 425 and 799; 
merchandise LCL, 15,373 and 16,458; miscellaneous, 32,286 and 
30,452; total, 1922, 71,603; 1921, 68,054; 1920, 70,484. 

Totals all roads: Grain and grain products, 52,492 and 
47,847; live stock, 39,141 and 36,009; coal, 196,926 and 195,547; 
coke, 10,208 and 6,299; forest products, 59,727 and 52,762; ore, 
46,362 and 19,820; merchandise LCL, 226,123 and 234,390; mis- 
cellaneous, 352,491 and 317,655; total, 1922, 983,470; 1921, 910- 
529; 1920, 1,018,539. 


G. N. APPLICATION WITHDRAWN 


The Trafic World Washington Bureay 

The Great Northern has withdrawn its petition for an emerg- 
ency order under the Commission’s car service powers directing 
its connections to return cars to it so that it may handle its 
traffic. The petition was placed on the Commission’s files October 
19. The petitioner said the American Railway Association had 
promised to see that its cars were returned without an order 
from the Commission. The hearing set for October 24 was there 
upon cancelled. No statement as to how many cars are to be 


returned to it daily was made by the Great Northern to the 
Commission. 


The application of the Great Northern was the first 
formal act by a carrier against all other railroads for relief 
of that kind. Theretofore, when a railroad was unable to ob- 
tain relief by appeals to its direct connections, it went to the 
American Railway Association for an “advice” from that body to 
its members that they should make provision for the distressed 
member by sending to it a specified number of cars in addition 
to the number that would go to it in accordance with the rules 
of the association. 


In the first part of its petition, the Great Northern said that, 
since October 1, it had been losing cars at the rate of 275 a day. 
On the first day of the current month, it said, it had 51,372 cars 
on its rails, or about 93 per cent of the cars owned by it, that 
total being 54,644. It said it could not serve its patrons with 
anything substantially less than 100 per cent of the cars owned 
by it. It asked for the order directing the return of cars to it, 
without notice and without hearing, on the ground that, unless 
its car supply was increased, disaster would fall on shippers of 
grain, livestock, fruits, vegetables, lumber, and coal. It said 
that it was in the midst of a period of heavy loading and that 
its connections were not returning cars to it in volume sufficient 
to enable it to serve its patrons properly. It owned, it said, 
32,857 box cars, 5,094 refrigerators, 11,551 gondola and coal cars, 
1,579 livestock cars, and 3,563 flat cars. Between September 1 
and October 1, it said its supply of cars had declined from 56,197 
to 51,372 cars, the decline being due, it said, to the failure of its 
connections to return cars in accordance with the car service 
rules. 


The predominating loaded movement being eastbound, it 
said, the failure of its eastern connections to return cars promptly 
soon causes a shortage of equipment so far as shippers on its rails 
are concerned. It said it had been unable to procure an equaliza- 
tion of interchange at any time since September 1, or to procure 
additional equipment by lease, or by balancing of equipment at 
junction points with its connections. Since September 1 it had 
been making, it said, every possible effort to procure an equali- 
zation of interchange, but without success. Its loss of equipment 
had continued without interruption, it said. 


As indicating the seriousness of the car shortage, at the pres 
ent time, the Great Northern said that, notwithstanding that 
threshing was now only 60 to 90 per cent complete, 231 elevators 
at 51 towns on its line were already blocked for lack of cats 
with the result that farmers were being compelled to pile thelr 
grain upon the ground without protection; that notwithstandiné 
the urgent need for coal local coal mines along its railroad wet 
not able to work in excess of 65 to 75 per cent of their capacity 
because of a lack of box cars. It said that its figures showed 
a small surplus of stock cars consisting practically entirely of 
Canadian cars which were received at the international boundary 
loaded with stock for the Twin Cities and which had to be Tf 
turned immediately to the Canadian lines in accordance with 
instructions. 

“Petitioner has orders in Montana and Washington at = 
time for 2,350 cars to which must be added its local stock whic 
offers for movement approximately 5,000 cars additional Dé 
week,” said the Great Northern. ‘“Petitioner’s stock car own 
ship is more than ample for its needs except only during ite 
range movement about the first of September to about the mid 
of November, and because of its inability to furnish said cals 
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National Service for 
International Motor Trucks 


The past few weeks have been filled with countless transportation difficulties brought about 
by controversies beyond the control of the general public. But as a result of these weeks 


the motor truck has come to the front and is 
more firmly than ever established as a means 


International Motor of national transportation. 
Trucks are built in ‘ 
twelve sizes, ranging As the motor truck assumes these increased 


from 2,000-lb. Speed 
Truck to 10,000-Ib. 
Freighter. 


responsibilities, the advisability of national 
service facilities becomes more and more appar- 
ent. And the International line fills the gap. 
International Motor Trucks are backed by a 
remarkable network of distribution and service 
stations. Wherever you are—wherever your 
trucks go—TInternational service protects you 
in full measure. Three factories, ninety-three 
branch houses, and thousands of dealers com- 
prise a complete manufacturing and service 

organization with one definite object in view— 
} to give you hauling at low cost. 
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OF AMERICA 
. CHICAGO (INCORPORATED) USA 


93 Branch Houses in the United States 
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has been necessary to notify live stock men to hold the stock on 
the range until notified that cars are available. 

“Petitioner early this year placed orders for 500 additional 
stock cars for delivery in July but none of the new stock cars 
has as yet been turned out by the car company. Petitioner’s in- 
ability to furnish cars for live stock loading will result in serious 
loss to live stock shippers if relief is not granted in the near future 
before weather condition to which this section is subject become 
severe. 

“Petitioner is able to furnish but 25 per cent of the daily re- 
quirement of box cars for potato loading and after October 15 
the shippers can, and we expect they will, demand refrigerator 
cars and the supply of refrigerator cars is as limited as the pres- 
ent supply of box cars. The potato crop is abnormally large and 
there is no means of storing it. If the present supply of cars is 
not augmented it will result in the loss and destruction of thou- 
sands of carloads. At present, and until December, is the period 
when there is the heaviest movement of apples from the north- 
west. Because of the shortage of equipment petitioner is able to 
furnish only 65 per cent of the cars demanded. The present de- 
mand is for the shipment of early varieties of apples which can- 
not be stored and which will be a total loss unless placed upon 
the market promptly.” 

The petition hears evidence of having been written prior to 
October 15 and that it was brought more nearly to date by a 
recheck of car records after that date. It said that since “the 
foregoing was written” the recheck had shown “that 14,400 of its 
box cars were off the line and a shortage of total box cars on line 
amounting to 8,200 less than its ownership with a daily loss of 
box cars approximating 300 cars.” 

Had the application gone to a hearing, it is probable there 
would have been a critical examination of all the facts relating 
to car service and the transactions of railroads with each other. 
It is also probable the inquiry would have extended to the point 
of inquiring whether the Great Northern had or had not-solicited 
business after its condition had become such as to suggest that 
more business was not desirable. 

Withdrawal of the application, however, did away with the 
necessity for an inquiry into collateral matters suggested by its 
filing. The Commission has never gone deeply into all the many 
phases of the car service questions presented because the necessity 
for prompt action or early showing of no necessity for such action 
has rendered moot many of the questions naturally arising when 
a railroad has asked for relief. Usually, when such questions 
arise, the Commission has enough business, other than that raised 
by the application for relief, to keep it engaged, so that when the 
railroads can compose their troubles without pressing the Com- 
mission for a use of its power, there is no objection to their 
taking their troubles away from it. Some day, however, it is felt, 
the Commission will take one of the complaints and go to the 
bottom of it, regardless of the wishes of any or all railroads, so as 
to make a formal record of the matter and use it for the making 
of observations on the subject, if not the issuance of an order. 


CONDITION OF LOCOMOTIVES 


An improvement in the motive power situation on the rail- 
roads of the country is shown by reports filed recently by the 
carriers with the Car Service Division of the American Railway 
Association. 

On October 1 last, according to these reports, 19,727 loco- 
motives, or 30.6 per cent of the total on line were in need of 
repairs on September 15 last, 20,157, or 31.4 per cent, were in 
need of repairs. This was a net decrease during the last half 
of September of 430 locomotives. 

At the same time, the railroads of the country on October 1 
had 44,703 serviceable locomotives which was an increase of 538 
over the number serviceable on September 15. This increase 
was due to the larger number being repaired and turned out of 
the shops, and also to the installation of new locomotives. 

Of the total number in need of repairs on October 1 last, 
16,313 were in need of repairs requiring more than 24 hours. 
This was a decrease of 259 under September 15. There were 
also 3.414 locomotives in need of light repairs which was a de- 
crease of 171 since September 15. From September 1 to Sep- 
tember 15, 9,047 locomotives were repaired and turned out of 
railroad shops, while from September 15 to October 1, the total 


was 11,213, or an increase of 2,166 over the first half of the 
month. 


BROKEN RELATIONS RESUMED 


Official relations between the Federated Shop Crafts and 
the Railroad Labor Board were resumed October 21, when B. M. 
Jewell, president of the shopmen’s union, called on Chairman 
Hooper to present a petition for the reopening of a case against 
the New York Central Railroad. This is the first time that Mr. 
Jewell has appeared before the board since his organization 
was “outlawed” for striking against an order of the board. Mr. 
Jewell asked the board to reopen the case in regard to the 
establishment of the piece work system in the New York Cen- 
tral shops at Elkhart, Ind. It has been announced unofficially 
that the board will grant his petition. . 
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The case was under consideration by the board before the 
shopmen’s strike was called, July 1, but, due to the severance 
of relations between the two, no action had been taken. The 
union claimed that the railroad had violated the transportation 
act in establishing the piece work system, while the railroad 
declared that the plan had been accepted by the local repre. 
sentatives of the union. It is believed that the union will now 
resume its place before the board in disputes with the carriers 
and that the board will be called on to hear the controversies 
of the union with the railroads that have not accepted the 
“Baltimore plan.” 


NEW UNION SEEKS RECOGNITION 


R. C. Greenley, president of the United Association of Rail- 
road Employes of North America, took the first step in what is 
thought to be an attempt to supplant the old rail unions, when he 
filed a submission with the railroad labor board October 23, ask- 
ing cancellation of the agreement between the Chicago & Eastern 
Illinois Railroad and the Switchmen’s Union of North America. 
The petitioning union claims that 127 of 142 switching termina] 
employes of the road are members of its organization. The new 
union was formed following the switchmen’s strike of 1920. The 
United Association of Railroad Employes now claims a member- 
ship of 91,000 with large gains as a result of the shopmen’s strike 
of last summer, and it is expected that the organization will make 
further attempts to dislodge the hold of the older unions in al] 
branches of railroad work. The new union has declared its in- 
tention of filing a similar petition to oust the Federated Shop 
Crafts from a Chicago terminal road which agreed to the “Balti- 
more plan” in settlement of the recent strike. 


C. & 0. ADMONISHED 


The Trafic World Washington Bureau 


In a letter addressed to J. B. Parrish, general manager of 
the Chesapeake & Ohio, respecting car conditions on that rail- 
road, Commissioner Aitchison as chairman of Division 5 said: 


With reference to the conference held in our office this morning 
(October 19) between your representatives and representatives of New 
River field, which was attended by Mr. Spens, Federal Fuel Distribu- 
tor, Division 5 has given the matter careful consideration. We feel 
that it is imperative in the public interest that your line should be 
cleared of the great accumulaton of loads which is imperiling your 
future ability to serve as well as the present. Whatever is needful 
to reduce your accumulation of loads to a point which will leave your 
line in a condition of maximum efficiency should be done at once. 
If embargoes are necessary to accomplish this result, as seems to be 
indicated by the conference and by your letter of October 15th, we are 
of the opinion that they should be laid in such manner as to rest as 
evenly’ as possible upon all shippers. Whether this is to be accom- 
plished by some method of percentage allotment of the transportation, 
or by the embargoing of all shipments, must necessarily fe deter- 
mined by the extent to which one or the other of these remedies is 
necessary to accomplish the result indicated. But either seems pref- 
erable to the course indicated in your letter of October 15, of embar- 
going only westbound traffic from points east of Hendly. , 

The Federal Fuel Distributor, who has considered the matter with 


us, erneees us to say that this statement represents his views 
as well. 


PAPER RATE CASE 


Hearing in Docket 13907, Tulsa Paper Co. vs. Chicago, Mil- 
waukee and St. Paul Railroad, was held before Examiner Carter 
in Chicago October 24. Reparation is asked for alleged excessive 
charges on a car of wrapping paper shipped from Pt. Edward, 
Wis., to Tulsa, Okla., in April, 1921. Testimony showed that a 
rate of 88 cents a hundred pounds was charged, whereas inter- 
mediate rates from Pt. Edward to Nekoosa, Wis., and from Ne- 
koosa to Tulsa amounted to only 61.5 cents. An agreement has 
been reached by the complainant and the carrier to settle the 
claim on the basis of the intermediate rates, and permission was 
asked of the Commission to arrange the dispute on this basis. 
The fourth section violation has been removed by the establish- 
ment of a rate of 62.5 cents between the points in the controversy. 





INTERLOCKING DIRECTORATES, ETC. 


Alfred G. B. Steel has been authorized to hold the office 
of director with the East Tennessee & Western North Carolina 
Railroad Company and Linville River Railway Company. 


Herbert A. Wallace has been authorized to hold the office 
of director with the Philadelphia & Chester Valley Railroad 
Company, and various other short-line roads. 


William L. Sharp has been permitted to hold the position 
of director with the Lehigh Railway Corporation. 


John Duffy has been authorized to hold the offices of director 
of the Lehigh Valley Railway Company, in addition to various 
positions previously authorized. 

The Commission has authorized Edwin L. Lewis to hold the 
position of passenger traffic manager with the Atlantic City Rail- 
rozd Company, Gettysburg Railway Company, Philadelphia & 
Reading Railway Company, Williams Valley Railroad Company 
and various smaller roads. 
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PIPE LINE EARNINGS 


The Trafic World Washington Bureau 


The Commission’s bureau of statistics has prepared a state- 
ment of selected items from the annual reports of pipe line com- 
panies for the year ended December 31, 1921, showing that the 
thirty odd pipe line companies reporting to the Commission, 
with a mileage of 55,260, had an investment in pipe lines of 
$365,024,499 on which they had a pipe line operating income of 
$25,529,962. They had investments in property other than pipe 
lines valued at $287,114,395. The net income on all their pro- 
perty was $34,400,283, and they declared dividends of $32,095,515. 

The pipe line operating revenues for the year wer $115,- 
949,610 and the pipe line operating expenses $62,369,908. The 
largest net income was earned by the Prairie Pipe Line Com- 
pany, its figure being $15,760,500. Its pipe line operating income 
amounted to $16,393,728. It declared a dividend of $3,240,000, 
or 12 per cent. The largest dividend declaration, $6,494,040, was 
made by the Magnolia Petroleum Company, with a net income of 
$10,226,460, on a total investment of $250,840,006, of which 
$23,970,690 was in pipe line and the remainder in other property. 
Its dividend rate, however, was only 5.5 per cent. 

The highest dividend rate, 67.67 per cent, was that declared 
by the Pure Oil Pipe Line Company, of Pennsylvania. It declar- 
ed $200,000 on an investment of $1,220,138 in pipe lines and 
$143,333 in other properties. Its pipe line, however, was operated 
by the Pure Oil Pipe Line Company, with an investment in pipe 
lines of $2,752,346 and $177,919 in other property. It had a deficit 
in its pipe line operating account of $62,187 and on all its in- 
vestments a deficit of $359,619. 

The Buckeye Pipe Line Company paid a dividend of 16 per 
cent, the Crescent 6, Cumberland 12, Empire 30, Eureka 10, Illi- 
nois 16, Imperil 6, Indiana 16, Maryland 8, National Transit, 28, 
New York Transit 16, Northern 10, Oklahoma 8, Ozark 7, Prairie 
12, Sinclare 7, Southwest Pennsylvania 6, Southern 10, Texas 
Pipe Line Company of Oklahoma 28, Texas Pipe Line Company 
of Texas 36, Tide-Water 10, and Tuscarora Oil Company 20. 


UNION PACIFIC COMES IN 


The Trafic World Washington Bureau 


Application for permission to intervene and a motion, as an 
intervenor, to dismiss the whole matter, has been made in 
finance docket No. 2613, the application of the Southern Pacific 
to be allowed to acquire control of the Central Pacific, by the 
Union Pacific. As grounds for moving to dismiss the application 
of the Southern Pacific, the Union Pacific said: 

1. That the Commission is without jurisdiction to hear and de- 
termine said application. 

2. That, upon facts and matters already before the Commission, 
or of which it may take judicial notice, said application should be dis- 
missed without the taking of testimony. 

3. That in the exercise of its discretion and in recognition of the 
comity owed to the District Court of the United States now having 
jurisdiction of the subject-matter of said application, the said appli- 
cation should not be entertained. 

“Intervenor further moves” said the motion, filed by H. A. 
Scandrett and Clark & LaRoe, attorneys for the Union Pacific, 
“that its motion be set down for oral argument before the full 
Commission and that, pending the same and the decision of the 
Commission thereon, the Commission and Division 4 thereof 
postpone the taking of testimony either in support of or in op- 
position to said application of the Southern Pacific Company,” 

The petition for leave to intervene said that the lines of 
the Central Pacific and the Union Pacific together formed a 
through transportation route between the Missouri River and 
the Pacific Ocean and, with the eastern connections of the Union 
Pacific, constituted a direct transcontinental route. Therefore, 
the Union Pacific contended it had an interest in the operation 
of the lines of the Central Pacific “independently of any control 
by interests hostile to said through route.” 


It was further set forth that the railroads of the intervenor 
and of the Central Pacific, together with the eastern connections 
at Council Bluffs and Kansas City, constituted the system of 
transportation through the Ogden gateway held by the Supreme 
Court of the United States in the decision of May 29, 1922, to be 
normally competitive with the southern routes of the Southern 
Pacific through the El Paso gateway, “which competition it is 
the purpose of the said decision of the United States Supreme 
Court to restore and protect.” 


In its petition the Union Pacific made the point that 
throughout the acts of Congress looking to the construction of 
the Pacific railroads, the lines to be constructed by the Union 
Pacific and the Central Pacific were in all respects regarded as 
parts of a single project and it was specifically provided that the 
whole line should be operated and used, so far as the public 
and gOvernment are concerned as one connected, continuous 
line. This requirement cannot be observed and fulfilled, said 
the petition, unless the Central Pacific is freed from the domina- 
tion of the Southern Pacific, “because the ownership and/or 
operation by the Southern Pacific Company of the southern 
routes through the El Paso gateway creates a primary interest 
on the part of the Southern Pacific Company in routes highly 


competitive with and hostile to the direct through transcon. 
tinental route formed by the railroads of the Central Pacific 
Railway Co. and intervenor and their eastern connections.” 

Continuing the petition further declared: 

Upon the faith of the aforesaid requirement of the Pacific railroad 
acts, and, for the purpose of performing its part of the obligation 
imposed thereby and of handling efficiently and economically traffic to 
be routed over said through route and to be interchanged with the 
Central Pacific Railway Co. at Ogden, intervenor has invested many 
millions of dollars in double-tracking 914 miles of the total 994 miles 
of its main line between Council Bluffs and Ogden and otherwise im- 
proving the same. Unless the statutory obligation shall be fulfilled on 
the part of the Central Pacific Railway Co. or the interests controlling 
that company, the purpose of said acts will be violated, to the great 


detriment of interstate and foreign commerce and intervenor will 
suffer irreparable injury. 


By virtue of these matters the Union Pacific said it had 
an interest in the execution of the mandate of the Supreme 
Court and in the adoption of a plan for accomplishing a sever- 
of the control of the Central Pacific by the Southern Pacific 
which would leave the Central Pacific “free from domination 
by interests hostile to the Central Pacific-Union Pacific through 
route via Ogden and in all respects able to perform its part of 
the partnership obligation imposed by the Pacific railroad acts.” 

In conclusion the petition said the mandate of the Supreme 
Court remanded the case to the court for the district of Utah 
ance of the control of the Central Pacific by the Southern Pacifie 
for further proceedings in conformity with the opinion of the 
before, or actior taken by, the tnree circuit judges who will 
have the duty of executing the mandate. 

The Commission has voted to hear argument November 4 
before the whole bench on the petition and motion to dismiss 
the application of the Southern Pacific for authority to acquire 
control of the Central Pacific. Grant of this prayer of the 
Union Pacific, however, has not caused the hearing before Divi- 
sion 4 on the Southern Pacific’s application to be set aside. 
The two things are to be considered separately unless the Com- 
mission, as a body, should grant the Union Pacific’s motion to 
dismiss, in which event there would be nothing for the division 
to consider. 


WOODEN PATTERN RATE CASE 


Hearing in Docket 13993, American Manganese Steel Co. 
vs. Atchison, Topeka & Santa Fe, was held before Examiner 
Carter in Chicago October 27. The complainant charges that 
the rates on wooden patterns for shipment from Chicago Heights, 
Ill., to Oakland, Cal., are unreasonable, and just rates and 
reparation On all shipments subsequent to June 21, 1920, are 
asked. The claim covers some 200 shipments, aggregating about 
50 tons. 

Witness for the complainant said the rate charged had been 
one and a half times first class on the Western Classification 
basis, and that this was unjust on account of the low value of 
the commodity and its desirability as a shipment. It was his 
contention that a rate not higher than the first class rate should 
be charged, and the request for a commodity rate on wooden 
patterns between the points in contention is made on this basis. 
Comparisons were made to show that other wooden articles of 
greater value and less desirability as shipments enjoy a lower 
rate than wooden patterns. 

The defense declared that the present classification is fair 
because it is impossible to draw a line between high-grade and 
low-grade patterns, which vary greatly in value. It was said 
that the traffic in wooden patterns from Chicago Heights was 
too small to justify a commodity rate. 

Briefs will be filed before November 27. 


EMERGENCY FEED RATES 


The Commission, in special permission No. 60861, has au- 
thorized the Rock Island to supplement its I. C. C. Nos. C-10857 
and C-10869 to provide a reduction of 50 per cent under present 
rates on live stock feed from points in Western Trunk Line 
territory to destinations in New Mexico. Agent Countiss also 
received authority, under special permission No. 60862, to pub- 
lish a similar reduction in supplements to his I. C. C. Nos. 1087 
and 1088 from Phoenix and intermediate points on the Santa Fe 
to destinations in New Mexico on the Santa Fe. The rates in each 
case are to be established on one days’ notice and are to expire 
December 31, 1922. The Commission also authorized the Rock 
Island to depart from the fourth section in establishing rates. 
The rates were authorized so as to enable cattle owners to get 
feed to their starving herds in New Mexico. On account of 
drouth there are no other pastures to which the cattle could be 
taken. 


LOCOMOTIVES FOR WESTERN MARYLAND 
Application for permission to issue $450,000 5 per cent equiD- 
ment trust certificates has been made to the Commission by the 
Western Maryland. The money is to be used in buying 10 col 
solidated locomotives from the Baldwin Locomotive Works at an 
estimated cost of $600,000. The trust certificates are to be 
handled by the Commercial Trust Company of Philadelphia. 
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From Start to Finish 


In Both Freight Rate and 
Classification Change 
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12—Central Freight Association Hearings 
13—C. F. A., Coal, Coke and Iron Ore Docket 
14—Illinois Freight Association Docket 
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17—New England Freight Association Hearings 
18—Southern Rate Committee Docket 
19—Southern Rate Committee Dispositions 
20—Southwestern Freight Bureau Docket 
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28—Western Trunk Line Docket 
29—Western Trunk Line Hearings 
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31—Transcontinental Freight Bureau Docket 
32—Transcontinental Freight Bureau Dispositions 
33—Southern Ports Foreign Freight Docket 
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RAND MCNALLY 
Special Map Service 


VERY map made by Rand McNally & Company 

for a special purpose is dependable—true to 
specifications—a model of technical accuracy and 
workmanship accumulated during sixty years of 
specializing in this important industry. 


This service is at all times at the command of 
carriers and shippers of every department of the 
organized machinery of transportation on land and 
water, here and abroad, and of every related indus- 


try and trade. 


MAPS OF ALL SIZES 
FOR ALL PURPOSES 
REGULAR—SPECIAL 
DOMESTIC—FOREIGN 


Embodying all specified details, latest changes, and 


up-to-date information. 


The following list indicates the wide range of our 


service: 


Maps for timetables and 
folders. 


Small maps for newspaper 
and magazine advertising 
(see examples on adver- 
tising pages of this num- 
ber of “Traffic World”). 


Maps showing traffic con- 
nections of business cen- 
ters in every field of 
operation. 


Industrial Maps. 


Railroad System Maps 
(Steam, Electric, Inter- 
urban). 


Steamship Route Maps. 


Express and Forwarding 
Service Maps. 


Maps of Terminal Stations 
and Storage Warehouses. 


Maps of Harbor Fronts, 
Slips and Docks. 


Road Maps, Mileage Maps, 
Distance Charts. 


Maps of Telegraph, Tele- 
phone and Cable Lines. 


Auto-Trails Maps. 

Postal Maps, Political Maps. 

Physical Maps, Historical 
Maps. 

Maps of the United States, 
Separate States, Groups 
of States, Cities, Towns, 
and Counties. 

Maps of Alaska, Philippines, 
Hawaii, etc. 

Standard Time Maps. 

Maps of Canada and Prov- 
inces. 

Maps of All America. 

Maps of the Continents. 

Maps of Every Country and 
Political Division in the 
Old and New Worlds. 


To meet special requirements we will gladly give 
map suggestions based on our vast experience. 


RAND MSNALLY & GOMPANY 
Map Headquarters 


536 S. Clark Street 
Chicago 


42 E. 22nd Street 
New York 
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COMMISSION’S VALUATION WORK 


The Trafic World Washington Bureau 


The Commission has issued notices of hearings on the ten- 
tative valuation of forty railroads. This is the largest block of 
hearings on valuations of railroads yet announced. As a rule, 
the hearings are on exceptions filed by the carriers against the 
valuations placed on their properties by the Commission in the 
tentative reports which, in the absence of protest, would have 
become final. All these hearings are to be held before the end 
of the year. 

The November docket of the Commission, also shows twelve 
final valuation arguments set for November 1, 2, and 3, the 
arguments being before the full Commission. 

The Commission also issued this week its first complete 
final valuation of the Evansville and Indianapolis Railroad. 

The Commission is entering on the final stages of the most 
monumental scientific valuation of property ever attempted, the 
property being scattered over approximately 250,000 railroad 
miles. Its expectation is that the tentative reports will be com- 
pleted in the next two years, together with a large number of 
final reports. There will remain, however, the continuing work 
of keeping the valuations up to date. Practically all of the 
field work has been completed. The Commission is now con- 
centrating on the completion of reports on the major properties. 
It is expected that by the end of the current fiscal year all 
except six of the so-called $25,000,000 roads will have received 
underlying reports. 


The hearings set on protests of tentative valuations cover 
the following railroads: New Mexico Midland; Savannah & 
Northwestern; Georgia Northern; Flint River & Northwestern; 
Hoosac Tunnel & Wilmington; Woodriver Branch R. R.; Grafton 
& Upton; Goldsboro Union Station Co.; Pacific & Idaho North- 
ern; Hardwick & Woodbury R. R.; Manistique & Lake Superior; 
Gulf, Texas Western; Carolina & Yadkin River R. R.; Montana 
Western Ry.; Gulf Terminal Company; Kankakee & Seneca 
R. R.; New Orleans, Texas & Mexico; Trinity & Brazos Valley; 
Peoria Railway; Boston & Maine; St. Johnsbury & Lake Cham- 
plain R. R.; St. John & Ophir R. R.; Montpelier & Wells River 
Railway; Monroe Railroad Co:; Chicago, Indianapolis & Louis- 
ville; Joplin Union Depot Company; Baltimore & Sparrow’s 
Point R. R.; Farmers Grain & Shipping Co.; Paris & Mt. Pleas- 
ant R. R.; Durham & South Carolina R. R.; Sugarland Railroad 
Co.; Artesian Belt Railroad Co.; Sunset Railway Co.; Missouri 
Southern R. R.; Florida East Coast; Death Valley R. R. Co.; 
Chicago, Rock Island & Pacific; Central Union Depot Co.; To- 
ledo, St. Louis & Western; Minneapolis Western Railway. 


The final arguments before the full Commission on November 
1, 2, and 3 are on the Texas Midland; Winston-Salem Southbound; 
Elgin, Joliet & Eastern; Tonopah & Tidewater; Carolina R. R.; 
Norfolk Southern; Kinston-Carolina R. R.; Central of Georgia; 
Riverside, Rialto & Pacific; Ann Arbor; New York, Philadelphia 
& Norfolk; and the Western Pacific. 


MINE TIMBER RATE CASE 


Hearing in Dockets 13915 and 13915, Sub-No. 1, E. L. Palmer 
vs. Missouri Pacific Railway, and Nokomis Coal Co. vs. Missouri 
Pacific Railway et al., was held before Examiner Carter in. 
Chicago October 25 and 26. The complaint in 13915 is that 
the rates charged for the transportation of mine timbers from 
points of origin on the Mo. Pac., Frisco and C. R. I. & P. Ry. 
in Missouri to destinations on the defendants’ lines in Illinois 
are unjust, and a fair rate and reparation are asked of the 
Commission. In Sub-No. 1, the complaint is based on charges 
from stations on the Mo. Pac. in Missouri to coal mines in 
Illinois, especially Nokomis, Ill., and reparation and fair rates 
for the future are asked in the petition. 

Representatives of the Illinois Coal Traffic Bureau and the 
Illinois and Indiana Coal Company appeared as interveners for 
the complainants. The Illinois Central, Chicago & Alton, Chi- 
cago & Eastern Illinois, Big Four, and Burlington railroads in- 
tervened for the defendants and introduced evidence to justify 
the rates on mine timbers on their respective lines. 

E. L. Palmer was the first witness for the complainant. .He 
said the rates he had been charged were the combinations of 
the local rates to and from the Mississippi River plus the charge 
of 40 cents a ton for the crossing. He said he had made re- 
peated efforts to obtain through rates on his products without 
success. He declared that rates on mine timbers should be 
based on those on soft coal on account of the similarity of 
operating conditions and value under normal conditions. He 
said there was an extensive empty car movement from Missouri 
points to Illinois, and that under existing conditions the present 
rates were unreasonable. Mr. Palmer said there was such a 
mix-up in the freight rates on mine timbers in [Illinois that it 
was at times impossible for a small concern like his, without a 
traffic department, to determine just what the rates were to 
the points that mine timbers were shipped to, and that he had 
repeatedly suffered losses on this account. 

The representatives of the Illinois Coal Traffic Bureau and 
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the Illinois and Indiana Coal Company introduced evidence to 
show that the rates on mine props and other timbers should be 
based on the coal tariffs. 

W. A. Holley of the Mason Coal Company, which is the 
parent company of the Nokomis Coal Company, attacked the 
rates on mine timbers from Missouri points to Nokomis via the 
Mo. Pac. and the Big Four. He said the Big Four was dis. 
criminating against Nokomis by making much lower rates on 
the same commodities to near-by mining towns. Until Feb. 
ruary, 1922, he said, there was no legally applicable rate from 
East St. Louis to Nokomis via the Big Four, but evidence was 
later introduce< by the carrier to refute this charge. Mr. Hol- 
ley said therc was a much lower rate in effect over the C. & 
E. I. to Nokcmis, but that the Mo. Pac. would not allow ship. 
ments coming in over its lines to take advantage of this. He 
declared that the present rates were outrageously high and 
prejudicial. 

C. C. P. Rausch, assistant freight traffic manager of the 
Missouri Pacific, was the first witness for the defendants. He 
declared that there was no necessity for through rates, since 
the combination rates to the river crossing were preferable, 
He said that any comparisons of the mine timber situation with 
that of coal were useless because of the small traffic in mine 


timbers, and also because mine timbers were not as low grade 
a commodity as coal. 


L. P. Nash, of the traffic department of the St. Louis-San 


Francisco, said that mine timbers should be placed on the same’ 


tariff basis as lumber, and that rates on mine props were even 
lower than those on cordwood. Mr. Nash said the whole 
trouble in putting through rates into effect was over the divi- 
sion of revenue by the carriers. 


F. H. Law, assistant general freight agent, Illinois Central, 
said mine props were analogous to lumber, and that there were 
cases where soft coal rates were higher than those on mine 
timbers. He said the through rates asked were, in some in 
stances, less than the Illinois portion of the present combination 
rates. J. H. Behrle, assistant general freight agent of the Chi- 
cago & Alton, declared that mine prop conditions were vastly 
different from those on other commodities to which comparison 
had been made. On the Alton, the distance tariff is used from 
East St. Louis to points more than 65 miles distant. H. A. 
Polack, of the coal traffic department of the C. B. & Q., testi- 
fied that no relationship existed that would place mine timbers 
on a coal basis. R. D. Hunter, of the traffic department of the 
Big Four, said the present rates were unduly low and should 
not be reduced. F. E. Webster, assistant general freight agent, 
C. & E. I., said most of the traffic on his road was moved on 
a commodity basis. The rates on the C. & E. I. were low, he 
said, to meet through rates on the Missouri Pacific from Mis- 
souri points to mining towns on the same line in Illinois. He 
declared that it had been his policy to group the mining towns 


under rates sufficiently high to take care of all of them on the 
same basis. 


A large number of exhibits were introduced by the con- 
testants to show comparisons of rates on alleged similar com- 


modities. Examiner Carter set December 1 as the date for the 
filing of briefs. 


SAND RATE CASE 


Hearing in Docket 13959, Edward L. Scheidenhelm Company 
vs. C. B. & Q., was held before Examiner Carter in Chicago on 
October 26. The complainant charges that the rate of $1.10 
a ton charged for the transportation of 64 cars of sand from 
Dubuque, Ia., to Whitton, Ill., in the period of January 12 to 
May 19, 1921, was unreasonable in that it exceeded 70 cents 4 
ton. A reasonable rate for the future and reparation are asked. 

Testimony for the complainant showed that the sand was 
shipped to Whitton at the expense of the Scheidenhelm Com: 
pany and that delivery by the carrier consisted of placing the 
car on a Sidetrack by the main line. It was claimed by the 
witness that the 70-cent rate was reasonable on account of the 
desirability of sand as a shipment, and that the 70-cent rate 
in this instance would have provided a greater revenue to the 
carrier than rates in effect in other instances for greater dis 
tances. According to the testimony, the Burlington maintains 
specific rates on sand lower than the distance scale basis rates, 


and the distance scale rates are not intended for any substal 
tial movement. 


The witness for the carrier testified that the rate used had 
been the distance rate for the thirty-mile block, since the dis 
tance involved was 28.9 miles. He said that expensive bridges, 
such as that at Dubuque, on which the Burlington pays 4 
annual rental, add to the freight charges. The witness said 
the distance scale rates compared favorably with commodity 
rates for interstate shipments of this nature, and that specific 
rates were not intended for sporadic shipments. It was show! 
that the shipment in question was the only movement of sat 
from Dubuque to Illinois that had been made in 1921 and UP 
to the present time. 
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The course of the 
nion Pacific 


is today followed by the 
Lincoln Highway and 
Trans-continental Airplanes 


It is the direct route to California and the Pacific Northwest. 





Its twin highways of heavy steel, smooth as a boulevard, 
are protected all the way by automatic block signals, and 


constitute as fine a railroad as there is in America. 
— 
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Traffic Agencies 


Complete information regarding passenger and freight service cheerfully 
furnished by any Union Pacific representative. Offices are maintained 
at principal cities throughout the country. 
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COPPER ORE AND CONCENTRATES 


The Trafic World Washington Bureau 


The Mason Valley Mines Company, with a copper smelter 
at Wabuska, Nev., has filed a peculiar complaint, No. 14325, 
against the Western Pacific and other carriers involved in the 
transportation of copper ore in California, Utah and Nevada. 
In its complaint it attacked rates prescribed by the Commission 
in No. 11396, Mason Valley Mines Co. vs. Western Pacific et al., 
64 I. C. C. 477, as unreasonable and unduly prejudicial. In that 
case, the new complaint said, the Commission found the com- 
plainant was entitled to the establishment of joint through rates 
on copper ores and concentrates from the ore shipping points in 
Plumas county, California, to Wabuska, Nev., and that the joint 
through rates so established should be so related to the corre- 
sponding rates to copper smelters located in Utah, as to pre- 
serve to Wabuska the natural advantage resulting from its rela- 
tive geographical situation. The Commission thereupon pre- 
scribed a scale of rates based on value. As to the rates pre- 


scribed by the Commission, the complainant, its instant com- 
plaint said: 


That said scale of rates when compared with the correspending 
rates to copper smelters located at points in Utah, Garfield and Inter- 
national, for example, are so high relatively that the natural advan- 
tage that Wabuska has over said Utah smelters in the matter of 
relative haul is neutralized to such an extent that Wabuska cannot 
compete with Garfield and International for the Plumas county ores 
and concentrates, with the result that the undue prejudice against 
Wabuska complained of in No, 11396 and which the Commission in its 
decision therein found to exist, has not been removed. That the 
undue prejudice against Wabuska in rates on copper ore and concen- 
trates will not be removed until the Commission establishes rates to 
Wabuska on $100 ore, for example, which will reflect a differential in 
favor of Wabuska of at least $5 per ton. 

That the largest concentrating plant in Plumas county is located 
at Engels, Calif., a point on the Indian Valley Railroad, about twenty- 
one miles from Paxton, Calif., the junction with the Western Pacific; 
that the defendants specify rates from Engels to Garfield and Inter- 
national which are uniformly $1 per ton higher than the correspond- 
ing rates from Paxton; nevertheless they allow the Indian Valley a 
division of $3.349 for its twenty-one-mile haul out of the Engels-Utah 
rates; that the service performed by the Indian Valley on shipments 
destined to Wabuska is identical with its service on shipments 
destined to Utah smelters; that a division of $3.349 out of the $6.30 
rate fixed by the Commission on $100 ore to Wabuska is unthinkable; 
that if a proper division of the Engels-Wabuska rate is made to the 
Indian Valley Railroad, without providing for the same division to 
that defendant on shipments destined to Utah smelter points, there 
will still be an incentive to ship ores to the Utah smelters as against 
the Wabuska smelter resulting in an undue prejudice to complainant 
and Wabuska because four-fifths of the stock of the Indian Valley 
Railroad is owned by the Engels Copper Mining Co., owner of the 
concentrating plant at Engels and the largest shipper of ore and con-~ 
centrates on that railroad. 

That the defendant, Western Pacific, in disregard of the Com- 
mission’s opinion and order in No. 11396 has, by supplements Nos, 
4 and 7 to its I. C. C. No. 240, reduced certain of its rates on copper 
ores and concentrates from Plumas county points to Utah smelter 
points without making corresponding reductions in like rates from 
the same Plumas county points to Wabuska; that said reductions 
in rates have resulted in undue prejudice to the complainant, in 
violation of scetion 3 of the interstate commerce act. 

That the rates fixed by the Commission in No. 11396 for applica- 
tion from Engels and Paxton, as typical of other Plumas county 
points, to Wabuska are unreasonable per se in violation of section 
7 the interstate commerce get and unduly prejudicial to the com- 
plainant and of Wabuska in violation of the interstate commerce act. 


- —«* COMMISSION ORDERS 


On applicant’s petition, the Commission has _ reopened 
Finance Docket No. 1216, In the matter of the application of the 
Death Valley Railroad Company for authority to issue capital 
stock, for further consideration. 

The Associated Oil Company, General Petroleum Corpora- 
tion, Standard Oil Company (California) and Union Oil Com- 
pany of California have been permitted to intervene in No. 
13561, Western Petroleum Refiners’ Assn. vs. C. B. & Q. R. R. 
et al. 

The El Paso Chamber of Commerce has been permitted to 
intervene in No. 13840, Associated Oil Company et al. vs. Ari- 
zona Eastern Railroad Company et al. 

The Pennsylvania Railroad Company has been authorized to 
intervene in No. 13949, Lincoln Gas Coal Company et al. vs. B. 
& O. R. R. et al. 

Defendants’ petition for reargument or reconsideration in 
No. 12341, Rosenberg Bros. & Co. et al. vs. Director-General, 
has been denied by the Commission. 

The Lubrite Refining Company has been permitted to inter- 
vene in No. 14174, Indiahoma Refining Company vs. Ann Arbor 
Railroad Company et al. 

The Railroad and Warehouse Commission of the State of 
Minnesota has been authorized to intervene in No. 14162, Indus- 
trial Commission of North Dakota vs. Northern Pacific Railway 
Company. 

The Associated Oil Company, General Petroleum Corpora- 
tion, Standard Oil Company (California), and Union Oil Com- 
pany of California have been authorized to intervene in No. 
13568, Western Petroleum Refiners’ Association vs. Mo. Pac. 
RK. R. et al. 


The Chicago, Burlington & Quincy Railroad Company has 
been permitted to intervene in Finance No. 2556, In the matter 
of the application of Jefferson Southwestern Railway Company 
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for a certificate of public convenience and necessity for con- 
—” and operation of lines of railroad in Jefferson County, 
nois. 

Otto L. Kuehn Company and E. R. Godfry & Sons have been 
permitted to intervene in No. 13864, Traffic Bureau Chamber of 
Commerce, La Crosse, Wis., vs. C. M. & St. P. Ry. Co. et al. 

The Tulsa Traffic Association has been permitted to inter. 
nag in tw 14312, Dawson Produce Company et al. vs. A. & V. Ry, 

Oo. et al. 

Upon petition filed by Great Lakes Transit Corporation, the 
order entered in No. 12593, The Peters Cartridge Company ys, 
Director General, P. R. R. et al., which by its terms was made 
effective November 25, 1922, has been modified so as to become 
effective March 25, 1923. 

The Domestic Coke Corporation has been permitted to in- 
tervene in No. 13453, Pittsburgh Coal Producers’ Association vs. 
P. C..&:-& St. te. KK R.. Co: 

The Fargo Stone and Sand Company and Fargo Mill Com- 
pany have been permitted to intervene in No. 14068, Hopeman 
Material Company et al. vs. Nor. Pac. Ry. Co. et al. 


PETITIONS FOR REHEARING, ETC. 


The defendant, Great Lakes Transit Corporation, has peti- 
tioned the Commission to grant a reopening and reargument in 
No. ee The Peters Cartridge Company vs. Director General, 
et al. 

The complainants in No. 11560, Swift & Company vs. Director 
General, and No. 11905, Armour and Company vs. Director Gen- 
eral, have petitioned the Commission for a rehearing of these 
cases and, in support thereof, state that the decision is in conflict 
with the decision rendered in the “Southport Mill Case” and 
“Southern Cotton Oil Case.” 

Application for rehearing has been made in No. 11224 and 
No. 11224, sub-No. 1, Chicago Coal Merchants’ Association vs. 
Walker D. Hines, Atchison, Topeka & Santa Fe et al., on the 
question of reparation. The petitioning association pointed out 
that the Commission had not passed directly on the demand for 
reparation and that it also had said it was impossible to deter- 
mine, from the record to what extent, if any, the rates involved 
were unduly prejudicial in the past “during the many changes 
and conditions which took place.” 


SETTLEMENTS WITH CARRIERS 


The United States Railroad Administration reports the 
following additional final settlements, and has paid out to the 
several roads the following amounts: Chicago Great Western 
Railroad Cempany, $1,600,000; Galena-Signal Oil Company, 
$150,000; Atlanta, Birmingham & Atlantic Railway Co., $1.00; 
Frankfort & Cincinnati Railway Co., $1.00. The payment of 
these claims on final settlement is largely made up of balance 
of compensation due, but includes all other disputed items as 
between the railroad companies and the administration during 
the twenty-six months of federal control. 

The Commission has certified to the secretary of the 
treasury that, under the guaranty section. of the law, the 
Lehigh and Hudson is entitled to $384,750, of which $184,750 
remains unpaid. 

The Commission has issued section 209, guaranty certificates 
to the Chicago Rock Island & Pacific for $1,000,000 in partial pay- 
ment and to the Charleston (S. C.) Terminal for $10,351 in final 
settlement. The amount found due the terminal company was 
$60,351. Prior to the certificate herein mentioned, the Commis- 
sion had issued a certificate for $50,000 in partial payment for 
the terminal company. 

The Commission has issued a guaranty certificate to the 
Washington & Choctaw for $2,201.99 and a certificate making 
good a deficit to the Georgia Coast & Piedmont for $63,126.96. 


ST. LOUIS-SAN FRANCISCO EQUIPMENT 


The Commission has authorized the St. Louis-San Francisc0 
to assume obligation and liability in respect of $6,000,000 of 
equipment trust certificates issued by the Guaranty Trust Com- 
pany of New York to be sold at not less than 96 per cent of pal, 
in connection with the procurement of equipment that is esti 
mated to cost $8,164,850. The equipment consists of 56 loco 
motives, 1,500 fifty-five ton all-steel self clearing hopper cars, 
500 all-steel self-clearing hopper coal cars, 1,200 box cars, and 
300 stock cars. 


NEW YORK CENTRAL EQUIPMENT 

Application has been made to the Commission, by the NeW 
York Central, in behalf of itself, the Michigan Central and the 
Big Four, for authority to issue 4.5 per cent equipment trust 
certificates in an amount not exceeding $12,660,000 to be used 
in acquiring motive power for the New York Central Lines, 
consisting of 260 freight and passenger engines, estimated to 
cost $16,915,000. For the New York Central proper, it is Pro 
posed to buy 130 Mikado type freight engines and 50 Pacific 
type passenger locomotives; for the Big Four the program calls 
for 50 freight engines and 15 passenger engines; and for the 
Michigan Central 10 freight and five passenger locomotives. 
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Rate Reduction 


Do you know that on October Fifth the 


National Railways of Mexico 


reduced some of their rates Fifty Percent ? 


If you are now shipping via water route to Mexico it will pay you to investigate cost of all 


rail service—probably you are losing money by using boat lines when cost of insurance, risk of 
breakage, delay, etc., is considered. 


Ship your freight via Laredo, Texas, the Rio Grande Gateway to Mexico. Carloads go through 
to Mexican destinations without transfer, and without delay. 


Below is given the class rates of the National Railways of Mexico to Mexico City and Pachuca: 


FROM NEW LAREDO, MEXICO|FROM NEW LAREDO, MEXICO 
To Mexico City To Pachuca, Mexico 


Classes 1 2 3 4 5 6 7 8 9 10 11 12 |Classes 1 2 3 4 5 6 7 8 9 10 1 12 


(A) 208 198 187 177 167 157 148 138 129 120 111 102 (A) 210 198 189 179 169 159 150 140 131 121 112 103 
(B) 129 121 114 107 100 94 89 84 79 74 69 65 (B) 123 116 109 103 96 91 85 80 75 71 66 62 


(C) 79 77 73 70 67 63 59 54 50 46 42 37 (C) 87 8 80 76 73 68 65 60 56 50 46 41 
Line (A) Class Rates prior to October 5, 1922. Line (B) Class Rates Effective October 5, 1922. Line (C) Reduction. 


The above class rates apply to commodities other than: 


a dry Lard Rice Sugar 


orn Peas, dry Salt Vegetables, fresh 
Fruit, fresh Potatoes Soap, common Wheat 
Flour, Wheat or Corn 


On these commodities the following rates will apply, governed by the Mexican Classification: 


FROM NEW LAREDO, MEXICO 


Classes 1 23 45 67 8 9 1011 12 
To Mexico City 108 102 95 89 84 79 74 70 66 61 57 54 
Pachuca... 104 98 81 86 80 76 71 67 63 59 55 52 


The rates above given are in cents U. S. currency per hundred pounds. Rates as published 
by the National Railways are in Mexican currency per thousand kilograms, and may vary from 
the rates given above not to exceed one-half cent. 


Write for circular outlining changes in Mexican rates and proposed changes of United States 
Lines serving Rio Grande Crossings. 


Ask for specific quotations on the commodity in which you are interested. We are sure you 
will be able to use the Laredo Gateway to your advantage. 


The Texas Mexican Railway Company 
C. M. Fish, Traffic Manager, LAREDO, TEXAS 
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EXPRESS RATE INCREASE 


The Trafic World Washington Burean 


The Jong expected application of the railroads and the 
American Railway Express Company for an increase in express 
rates, classification weights and ratings, has been placed on 
the files of the Commission by H. S. Marx, attorney for the 
express Company, acting in behalf of both the express com- 
pany and all the railroads of the country on the lines of which 
the American Railway Express Company performs express serv- 
ice. The Southeastern Express Company did not join the peti- 
tion. ‘ 

Acting on the petition, the Commission has enlarged the 
scope of its inquiry into express rates, docket No. 13930, so 
as to include the matter contained in the express company’s 
petition. 

The proceeding is the most novel that has come before 
the Commission for a long time. It is an application for an 
increase in express rates, not for the benefit of the express 
company, but for the benefit of the railroads. The express 
company, instead of speaking only of its own affairs, told the 
Commission that the total gross revenues of the express com- 
pany in 1921 were $298,976,591 and that the “combined expenses 
of the railroads” and the express company incurred in conduct- 
ing the express business were approximately $338,147,782, leav- 
ing a deficit of $39,171,191, “not including return on investment 
of the express or railroad companies.” It said that, according 
to the best estimate, the gross for the calendar year 1922 would 
be approximately $290,000,000 and expenses $303,000,000, leaving 
a deficit of $13,000,00, “not including return on the investment 
of the express or railroad companies.” 


Not a word is contained in the petition about the net oper- 
ating income of the express company. References are made 
only to the net railway operating income of class I roads and 
large switching and terminal companies. It says that the re- 
turn on their investment in the first six months of 1922 was 
4.4 per cent on the tentative valuation of their property as 
fixed by the Commission, plus additions and betterments to 
September 30, 1921. The express company and the railroad 
companies alleged that. an increase in express rates was neces- 
sary in order that the express business might pay operating 
expenses, taxes, and make a fair return “on the entire property 
devoted to that service.” Therefore, the express company 
prayed that the Commission conduct an inquiry to determine 
whether increases should be made in express rates and if it 
determined that increases should be made that they be allowed 
to become operative on short notice. 


In the discussion of the question of greater revenue, from 
their express business for the railroads, it has been taken for 
granted that the express company, in its own behalf, could not 
ask for an increase in rates, ratings, weights or any other kind 
of charges because it made a return of more than the statutory 
level for itself. It was conceded, therefore, that the effort 
must be made, if at all, by the express company as an agency 
or instrumentality, asking for more money so as to enable 
the railroads to make, as they claim, a fair return on the ex- 
press service rendered by them. As the railroads figure their 
necessities, they require increases in the various groups, as 
follows: Eastern, 18.12 per cent; southern, 23.62; and west- 
ern, 12.26. Treating New England separately, the railroad men 
in their conferences in New York, in August and September, 
agreed that a 30 per cent advance would be needed in that part 
of the eastern group. 


Closely bound up with this move, it is believed, will be an 
effort to have the weight limit of parcel post packages lowered 
from 50 to 15 pounds. Postmaster-General Work has been in 
close touch with the efforts of the railroads and the express 
company, because, while his predecessors in office did not admit 
it, he knows the government is losing a large sum in the parcel 
post business. The Post Office Department, it is believed, will 
be glad to have the Commission order the weight per package 
reduced. It has the power to do that itself, but there is a feel- 
ing that political hob would be raised were Dr. Work to do 
that on his own initiative. An order by him, it has been sug- 
gested, might be followed by legislation by Congress either 
restoring the weight to 50 pounds or some other figure much 
above 15 pounds. An order by the Commission, it is figured, 
would not cause Congress to flare up and exercise its power 
to make postage rates, without regard to whether they are or 
are not high enough to cover the cost. 


MANUFACTURE OF RAILROAD CARS 


The Department of Commerce announces that the census 
reports show a decrease in activities of establishments engaged 
in the manufacture of cars for use on steam and electric rail- 
roads in 1921, as compared with the year 1919. 

In 1921 there were 105 establishments engaged in the manu- 
facture of steam railroad cars and the total value of their prod- 
ucts amounted to $314,394,867, as compared with 99 establish- 
ments for 1919 with a total value of products of $538,222,831. 
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The decrease in the total value of products was $223,827,964, or 
41.6 per cent. 

In this same period there were 10 establishments engaged 
in the manufacture of electric railroad cars and the total value 
of their products was $14,856,068, as compared with 7 establigh. 
ments for 1919 with a total value of products of $18,441,976, show. 
ing Ne decrease in the value of products of $3,585,908, or 19.4 per 
cen 

The decrease in the value of products for both classes has 
been accompanied by decreases in the number of wage earners, 
in the total amount paid in salaries and wages and in the cost 
of materials used. In January, the month of maximum en. 
ployment, 66,545 wage-earners were reported, and in September, 
the month of minimum employment, 35,264—the minimum rep. 
resenting 53 per cent of the maximum employment. The aver. 
age number of wage-earners in 1921 was 46,863, as compared 
with 55,218 in 1919, a decrease of 15.2 per cent. A classification 
of the wage-earners shows that 10,170, or 21.7 per cent, of the 
total number, were employed in establishments where the pre- 
vailing hours of labor per week were 48 and under; 20,295, 
or 43.3 per cent, between 48 and 54; and 16,398, or 35 per cent, 
were employed in establishments where the prevailing hours 
of labor ranged from 54 to 60. 

The number of cars manufactured during the year by both 
classes of establishments showed a decrease from 155,186 in 
1919 valued at $387,447,866, to 51,894 in 1921, valued at $180- 
866,191. The decrease was chiefly in the manufacture of steam 
railroad cars. This class showed, in 1919, 153,288 cars made, 
valued at $373,945,213, as compared with 50,361 cars, valued at 
$170,325,626, for 1921. The decrease in the number and value 
of cars manufactured was 67.1 and 54.5 per cent, respectively, 

These figures do not include the number and value of cars 
manufactured in repair shops of steam and electric railroad 
companies, or as secondary products by establishments classi- 
fied in other industries. In 1919 establishments of this kind 
manufactured 6,345 cars valued at $16,217,044. Figures for 1921 
for this class of establishments are not at present available. 

The statistics for 1921 and 1919 are summarized in the fol- 
lowing tables, the figures for 1921 being preliminary and subject 
to such change and correction as may be necessary from a fur. 
ther examination of the original reports: 


Steam Railroad Cars 


Pct. of De- 

, 1921 1919 crease 1/ 
Number of establishments........ 105 99 ae 
Co rer eee 49,813 58,782 15.3 
Proprietors and firm members.. 2 2 oe 
Salaried employes ............. 5,860 6,482 9.6 
Wage earners (average number) 43,951 52,298 16.0 
Salaries GNA WAGES.......ccccccees $79, 310, 148 $92,030,039 13.8 
RII 5. ohian Gisntaniaveraie view clean mene 13,627,629 13,745,392 0.9 
MUMIA 4. dle onecth sieaiains a% 65640000 65,682,519 78,284,647 16.1 
Paid for contract work......... 2,943 39,054 92.5 
ee Ee re 195,545,545 356,084,545 45.1 
Wale OF DYGAUCES... «0.0 cccicccccces 314,394,867 538,222,831 41.6 
Value added by manufacturer 2/..118,849,322 182,138,286 a 


34 
1/ Percentages are omitted where base is less than 100. 
2/ Value of products less cost of materials. 
Electric Railroad Cars 
Pet. of De- 


1921 1919 crease 1/ 
Number of establishments........ 10 7 avert 
POPOCMS CROBMCE 66sec cicciicecess 3,356 3,286 *2.1 
Proprietors and firm members. te 1 och 
Salaried employes ............. 444 ates 21.6 
Wage earners (average number) 2,912 920 0.3 
Salaries and wages............... 4,334,934 $ 4, 98" 941 13.0 
Ee Sa ee a, eee 1,135,789 52,851 *33.2 
IGT wn Ble be & ddleie winte oes veee 3,199,145 4, 132, 090 22.6 
COG OF WRACOTIOIG 6k vicccecccces 7,880,405 12,058,942 34.7 
Wee OL PPOUIGED 6x 6.6.5.0. 0.0:006%. 000-0 14,856,068 18,441,976 19.4 
Value added by manufacturer 2/.. 6,975,663 6. 383,034 *9.3 


*Denotes increase. 
less than 100 miles. 


Value of products less cost of materials. 


DETAILED STATISTICS OF THE NUMBER AND VALUE OF 
CARS MADE, 1921 AND 1919. 


1/ Percentages are omitted where base is 


Pet. of De- 
1921 1919 crease 1/ 
ES eee ERS $329,250,935 $556,664,807 40.9 
Steam railroad cars: 
MUMMESE Odes ete ews 50,361 153,288 67.1 
PM. Sch uiokavarsvesevacocohurstrchane $170,325,626 $373,945,213 54.4 
Passenger: 
MNNINOES he bee ees easel’ 1,335 234 *470.5 
IE ohh Schieaie es works 33,932,334 4,854,768 *598.9 
Freight and other varieties: 
Number ee a Salle i Sa ore a 49,026 153,054 68.0 
5S GS SCR ie SNe: 136,393,292 369,090,445 63.0 
Electric railroad cars: 9 
EEE EL EE 1,533 1,898 19. 
MIE co cel ee eee 10,540,565 13,502,653 21.9 
Passenger: A 
Ce a eee ee ene 1,436 1,726 16 7 
RRS ae ee ei aes 9,803,405 11,495,791 14 
Other varieties: ; 
a eee Peers ee 97 £73 a. 
ie tan iii emai tied 737,160 2,006,862 es 
All other products 1/........ 148,384,744 169,216,941 1 


*Denotes increase. af * Includes value of rebuilt cars. 


You can get the day’s important traffic news ot 
working day in the year through THE D 
TRAFFIC WORLD. 
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4 EUROPEAN SERVICE 
; | United States Shipping Board A-1 Steamers 


dy Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, 
a Ghent, Havre, Bordeaux and other French Atlantic ports. 


wrowr 
Brow wor 
~amrowo 
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Pet. of De- 


os WINDWARD ISLANDS SERVICE 





et Regular Service, United States Shipping Board A-1 Steamers 
+410.8 Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; San Juan, Porto 
aaa Rico; Guadeloupe; Martinique; Barbados and Trinidad. Also North Coast of South America 
e3.0 and Curacao as sufficient cargo offers. 
7 Bs ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 
: 16.4 KANSAS CITY OFFICE: 1039 New York Life Building 
| = A. J. FORD, Manager 
art NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Ine. 
| 12.8 25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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Digest of New Complaints 


No. 14251. Sales Department, ome sg Co., Inc., New Orleans, 
vs. James C. Davis, Director General, as agent: 

Unjust and unreasonable rates on rosin from Jasper, Wenasco, 
Newton and Browndell, Tex., to Port Arthur, Tex., for export. 
Asks for reasonable rates and reparation. 

No. 14283. The American National Live Stock Asso., et al., Fort 
Worth, Tex. vs. Southern Pacific et al. 

Unjust and unreasonable rates on all feed stuff for cattle be- 
tween points in Texas, New Mexico and Arizona, particularly so 
now because of one of the most severe droughts in history of 
southwest; also alleges that rates on cotton seed cake and hay 
from Fort Worth, Houston, Texarkana, Oklahoma City, Little 
Rock and Wichita to points in New Mexico, Texas and Arizona 
are practically prohibitory. Asks immediate emergency reduction 
of 50 per cent, up to March 1, 1923. 

14285. Pacific Adjustment Co., San Francisco, Cal., vs. Director 
General, as agent. 

Illegal charges on shipments of vegetables and melons from Los 
Angeles, Sacremento, San Francisco and other California points 
to Tacoma and Seattle, Wash. Asks reparation. 

14286. Pacific Adjustment Co., San Francisco, Cal., vs. Director 
General, as agent. 

Unlawful charges on shipments of salt, sugar, coffee, soap and 
other commodities from points in California to points in Oregon. 
Asks reparation. 

14287. Pacific Adjujstment Co., San Francisco, Cal., vs. Director 
General, as agent. 

Unlawful charges on shipments of vegetables and melons from 
points in California to points in Oregon. Asks reparation. 

No, 14288. D namead Mayer & Co., Chicago, Ill., vs. Chicago & Northwest- 
ern et al. 

Unjust, unreasonable, discriminatory, preferential or prejudicial 
rates and charges on fresh meats and packing house products in 
carloads and less than carloads, from Madison, Wis., to numerous 
points of destinations in Official Classification territory, all in com- 
petition with other shippers of the same commodities located at 
various points in Wisconsin, Illinois, Minnesota, Iowa, Missouri, 
Kansas and Nebraska. Asks cease and desist order, just and rea- 
sonable rates, and reparation. 

No. 14289. The Lincoln (Neb.) Chamber of Commerce vs. Arkansas 
Central et al. 

Unjust, unreasonable and prejudicial rates on coal from points 
in Illinois, Missouri, Kansas, Oklahoma and Arkansas, to Lincoln, 
Neb., because in excess of the rates to Omaha, Neb. Asks cease 
and desist order, just and reasonable rates,.and reparation. 

No. 14290. Briggs & Turivas, Chicago, Ill., vs. Michigan Central et al. 

Unjust and unreasonable rates on scrap iron from Detroit, Mich., 
to Everett, Pa.; from Flint, Mich., to Everett; from Detroit, Mich., 
to Everett, Pa.; and from Cleveland, O., to Saxton, Pa. Asks cease 
and desist order, just and reasonable rates, and reparation. 

No. — Miami Traffic Bureau, Miami, Fla., vs. Florida East Coast 
et al. 

Unjust, unreasonable and prejudicial rates on shipments of 
various commodities to Miami, Fla. Asks cease and desist order, 
just and reasonable rates between Macon, Ga., and related points 
of origin to Miami, and reparation. ° 

No. 14292. Harriss, Irby & Vose, Galveston, Tex., vs. Beaumont, Sour 
Lake & Western et al. 

Unjust and unreasonable rates on cotton from various points in 
Louisiana to Galveston, Tex. Asks reparation. 

No. 14293. Edward Hines Lumber Co., Chicago, Ill., vs. Director Gen- 
eral, as agent. 

Unjust, unreasonable and unlawful freight charges on shipments 
of lumber from Fairbanks, Minn., to Winton, Minn., for dressing 


No. 


No. 


No. 


and reshipment to various points in the United States. Asks 
reparation. 3 
No. 14294. The Barrett Co., New York City, vs. Director General, as 


agent, and New York Central. 

Unjust and unreasonable rates of 7c per 100 lbs. on tar, coal and 
oil from State Street, Rochester, N. Y., to Brighton (Rochester), 
N. Y., to the extent it exceeded 44%c. Asks cease and desist order 
and reparation. 


No, 14295. The Barrett Co., New York City, vs. Director General, as 
agent, and New York Central. 

Unjust and unreasonable rate of 7c per 100 Ibs. on coal tar from 
Solvay, N. Y., to Syracuse, N. Y., to the extent it exceeded 1%c. 
Asks cease and desist order and reparation. 

No. 14296. The St. Anthony & Dakota Elevator Co., Minneapolis, 
Minn., vs. Director General, as agent, and Great Northern. 

Unjust and unreasonable rates on carload of lumber from Big 
Sandy, Mont., to Beltrami, Minn. Asks reparation. 

No. 14297. Jonesboro Roller Mill Co., Jonesboro, Ark., vs. Director 
General, as agent, St. Louis Southwestern. 

Rates in violation of Section 6 on oats and corn from East 
Prairie, Mo., Cairo and East St. Louis, Ill., to Jonesboro, Ark., 
because in excess of rates published in legally applicable tariffs. 
Asks cease and desist order and reparation. 

No, tea Morgan & Miller, Stockton, Calif., vs. Director General, as 
agent. 

Unjust, unreasonable rates, in violation of the aggregate of 
intermediates rates provision of Section 4, on one carload of 
barley from Lodi, Cal., to Portland, Ore., because in excess of 
combination of separately established commodity rates contem- 
poraneously in effect and through commodity rate subsequently 
established. Asks reparation. 

No. ten Worth Steel Co., Claymont, Del., vs. Director General, as 
agent, 

njust, unreasonable and discriminatory rates on steel plates 

from Claymont, Del., to Lancaster, Steelton, York, Warren and 
Oil City, Pa., via the Pennsylvania, because they exceeded rates 
from Claymont via Chester and the Philadelphia & Reading and 
also in excess of rates charged complainant’s competitors from 
Coatesville, Conshohocken and Harrisburg to Lancaster, Steelton, 
York, Warren and Oil City, Pa. Asks reparation. 

No, 14300. Southern Transportation Co. et al., Philadelphia, Pa., vs. 
Vermont Central et al. 

Unjust and unreasonable unloading charges on coal from single 
deck vessels (barges) at New England ports because no distinc- 
tion is made in the unloading charges between single deck and 
double deck vessels. Asks cease and desist order and unloading 
charges on coal which will make a distinction between single 
deck vessels and double deck vessels commensurate with the 
difference in cost from the respective services which defendants 


render. 
No, 14301. Armour & Co., Chicago, vs. Great Northern. 
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Unjust and unreasonable rates on 35 carloads of sand and gravel, 
65 carloads of dirt and 20 carloads of clay, from Shiely’s Pit, Minn., 
to South St. Paul, Minn. Asks reparation, 

No, 14302. Hercules Cement Corporation, Philadelphia, Pa., vs. Di- 
retcor General, as agent. 

Unjust and unreasonable combination rates of $2.60 per gross 
ton on_ bituminous coal from Webster and Bunola, Pa., to Her- 
cules, Pa.; also unjustly discriminatory and unduly prejudicial, 
Asks reparation. 

No, 14303. United Dredging Co., Oakland, Calif., vs. Santa Fe et al. 

Unjust and unreasonable second class rating on _contractor’s 
outfits from Oakland, Calif., to San Diego and Long Beach, Calif, 
Asks reparation. 

No. 14304, Pittsburgh Steel Co., Monessen, Pa., vs. Director General, 
as_agent, Pittsburgh & Lake Erie et al. 

Excessive, unreasonable, unjust, discriminatory and preferential 
rates on 69 cars of steel wire from Monessen to Economy, Pa, 
Asks reparation. 

No. 14305. Pioneer Paper Co., 
General, as agent. 

Unjust and unreasonable rates on roofing and building paper 
from Los Angeles, Cal., to East Ely, Nev. Asks reparation. 

No. 14306. Armour & Co., Chicago, vs. Director General, as agent. 

Unjust and unreasonable rates on one carload of preserved 
cherries, in barrels, from Seattle, Wash., to Boston, Mass. Asks 
reparation. 

No. 14307. Edward A. Knapp Co. et al., Omaha, Neb., vs. Director 
General, as agent, Union Pacific. 

Unlawful charges for switching carloads of hay shipped to com- 
Plainants at Omaha, Neb. Asks reparation. 

No. 14308, M. J. Hyland, trading as Omaha Hay and Feed Co., et al., 
Omaha, Neb., vs. Director General, as agent, C. B. & Q. et al. 

Excessive, unjust and unreasonable charges on various carloads 
of baled hay from Omaha, O’Neill and Schuyler, Neb., to destina- 
tions in Montana. Asks reparation. 

No. 14309. Kalamazoo Vegetable Parchment Co., Kalamazoo, Mich., 
beg areal General, as agent, Chicago, Kalamazoo & Saginaw 
et al. 

Unjust, unreasonable, discriminatory, prejudicial and preferen- 
tial rates on paper, including vegetable parchment wrapping paper, 
from Kalamazoo to New York and Chicago. Asks reparation. 

No, 14310. Armour & Co., Chicago, Ill., vs. Director General, as agent. 

Unjust and unreasonable rates on dressed poultry and eggs from 
Hico, Austin and Waco, Tex., to Pittsburgh, Pa., via St. Louis, 
Asks reparation. 

No. 14311. The International Vegetable Oil Co. et al., Dallas, Tex., 
vs. Atchison, Topeka & Santa Fe et al. 

Unjust and unreasonable rates on cottonseed from points in 
Oklahoma to Fort Worth and Dallas; also in violation of the 
fourth and sixth sections of the act. Asks for reasonable rates 
and reparation. 

No. 14312. Dawson Produce Co. et al., Oklahoma City, vs. Alabama 
& Vicksburg et al. 

Unreasonable and unduly prejudicial rates on bananas and 
cocoanuts, straight and mixed carloads, from New Orleans and 
Gulfport and points taking the same rates, to destinations in 
Kansas and Oklahoma, in comparison with rates to Kansas City, 
Joplin and Fort Smith. Asks for reasonable joint rates and 
reparation. 

No. 14313. Certain-Teed Products Corporation, East St. Louis, II, 
vs. Arkansas & Louisiana Missouri Ry. Co. et al. 
Unreasonable rates on prepared roofing and similar commodities to 
destinations in Missouri south of the ’Frisco Railroad from St. 
Louis to Springfield, Arkansas, Texas, Oklahoma, New Mexico 
and Louisiana west of the Mississippi River; unduly prejudicial 
rates to Mississippi Valley territcry west of the Mississippi River 
in comparison with rates from points in Illinois, Kentucky, Ten- 
nessee, Mississippi and Louisiana. Asks for reasonable joint 
commodity rates, free from undue discrimination and prejudict. 

No. 14314. Huey P. Long et al., as the Louisiana Public Service 
Commission, Baton Rouge, vs. Missouri Pacific and Vicksburg, 
Shreveport & Pacific. 

Alleges unjust and unreasonable freight rates and passenger 
fares by reason of the failure of the Missouri Pacific Railway to 
extend its Gilbert branch from Epps, La., to a connection with 
the V. S. & P. near Delhi, in accordance with an agreement made 
by the St. Louis, Iron Mountain & Southern with those who 
donated land for that extension. Asks for an order directing 
the construction of about 12 miles of railroad and its operation 
in accordance with paragraph 21 of section 1. ; 

No. 14315. Evansville €Ind.) Chamber of Commerce et al., vs. Illi- 
nois Central et al. ; 

Unjust and unreasonable rates on bituminous coal from mines 
on the Louisville & Nashville and Illinois Central in Kentucky, 
to Evansville. Asks for reasonable rates and reparation. 

No. 14316. Municipal Electric & Water Departments, City of Ander- 
aon, Ind., vs. Cincinnati, Indianapolis & Western and C. C. C. & 

L 


Inc., Los Angeles, vs. Director 


Unjust and unreasonable rates on bituminous coal from Sprins- 
field and Keyes, IIl., to Anderson, Ind. Asks for reasonable rates 
and reparation. : 

No. 14317. Holmes Foundry Co., Port Huron, Mich., vs. Pere Mar- 
quette. 

Unjust and unreasonable rate of 8% cents per 100 pounds on 
pig iron from February 29 to August 26, 1920, and 12 cents per 
100 pounds since August 26, 1920, from Port Huron, Mich. to 
Garma, Can. Asks for reasonable rate and reparation. 

No. 14318. J. T. Lyell, Kansas City, vs. St. Louis Southwestern of 
Texas and the Kansas City Southern. 

Alleges unreasonable rates and charges on peaches from Athens, 
Tex. to Kansas City. Asks for a reasonable rate and repara- 
tion. ' : 

No. 14319. Floyd & Co., Savannah, Ga., vs. Alabama & Mississipp! 
et al. 

Alleges unjust and unreasonable rates on burnt cotton saturated 
with water in that they are the same as the rates on cotton 
containing only the natural amount of moisture. Asks for rea- 
sonable rates and a specific rating on burnt cotton shipped to its 
pickery in Savannah, for reclamation. 

No. 14320. Central Wisconsin Ry. Co. vs. C. St. P. M. & O. et al. a 
Alleges that divisions of joint rates between complainant = 
defendants are unjust, unreasonable, inequitable, preferential an 
prejudicial; that defendants have refused to grant or pay the 
complainant any greater divisions than those now paid. Asks ceasé 
and desist order, just, reasonable and equitable divisions. : 
14321. Adkins Hay and Feed Co. et al., Muskogee, Okla., V® 
Atchison, Topeka & Santa Fe et al. : ni 
Alleges unjust, unreasonable and excessive rates and minimw 
weights. on prairie hay from points in Oklahoma to Texas group 
A points, shipped since October 1, 1920. Asks for reasonable rates. 
minimum weights, and reparation. & 
No. 14322. Gammill Lumber Co., Jackson, Miss., vs, Alabama 
Vicksburg et al. 


No. 
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At Jacksonville Your Shipment 
Is Never ‘Stuck for Demurrage” 


The municipal docks and terminals at Jacksonville give free storage to commodi- 


ties arriving on through export ladings and make no charge for handling from storage 
to ships. ; 


Jacksonville leads all South Atlantic ports in the number of ships entering and 
clearing. There is regular and frequent service to most of the leading ports of the world. 


Sailings Out of Jacksonville 


Tampa Inter-Ocean S. S. Co. (Shore Line).. Service to United Kingdom, Antwerp, Rotterdam, Ghent, Por- 
tugal, Spanish Atlantic, Spanish Mediterranean, North Africa, Cuba, Jamaica and Porto Rico. 
Atlantic, Gulf & Pacific S. S. Co. (Tampa Inter-Ocean S. S. Co., Agent). 
Diego, Los Angeles, San Pedro, San Francisco, Portland and Seattle. 
Carolina Company. (Tampa Inter-Ocean S. S. Co., Agents). 
Strachan Lines. 
can ports. 


MecGiffin & Company. 


Coast to coast service, San 


Regular service to Hamburg and Bremen. 
Direct steamers to United Kingdom, Continent, Mediterranean, Baltic and South Ameri- 


General Steamship and Chartering Agents. (Sailings to foreign ports). 
Southern Shipping Company. Schooner service to all of West Indies. 


South Atlantic Maritime Corporation. (Strachan Shipping Company, Agents). Monthly sailings for Yok- 


ohama, Kobe, Shanghai, Los Angeles Harbor, San Francisco, Seattle, and for Brazil and River Platte 
ports. Sailings for Havana, Cuba, as cargo offers. 

Trosdal, Plant & Lafonta. (Tampa Inter-Ocean Steamship Company, Agents). 
to Liverpool and Manchester. 


Smith & Terry Transportation Co. (Tampa Inter-Ocean Steamship Company, Agents). 
service between Jacksonville and New York. For parcel, lumber and general cargoes. 

Clyde S. S. Co. Coastwise to Charleston, New York, Boston, passenger and freight; to Miami, freight. 

Merchants & Miners Transportation Co. 
and freight. 


Palatka-Jacksonville Steamboat Company. 


Regular monthly service 


Semi-monthly 


Coastwise to Savannah, Baltimore and Philadelphia, passenger 


River Service, passenger and freight. 


Full information is contained in handsomely illustrated book, 
“The Port of Jacksonville,” mailed free on application. Address 


City Advertising Department 
Room 11-V, City Hall, Jacksonville, Florida 











938: 


Unjust and unreasonable demurrage and car service charges in 
connection with a shipment of second hand relaying rails from 

Orleans to Jackson. Asks for reparation. 

No. 14323. The cities of Marshall and Jefferson, Tex., vs. Texas & 
Pacific et al. 

Allege unjust discrimination in that the- defendants charge 
higher commodity rates to Marshali than _to Texarkana and 
Shreveport and by reason of exceptions in Western Classification 
not extended to the complainants, Ask for reasonable rates, modi-. 
fication of classification rules and exceptions, and reparation. 

No, 14325. Mason Valley Mines Co., Wabuska, Nev., 
Pacific et al. 

Unreasonable and unduly prejudicial rates on copper ore and 
concentrates between points in Plumas County, Calif., and Wa- 
buska, Nev. Asks for reasonable and non-prejudicial rates. 

No, 11818, Sub. No. 24. Waggener Store Co., St. Louis, vs. Baltimore 
& Ohio et al. 

Unjust, unreasonable and unduly prejudicial rates by reason of 

the $10 penalty charge on reconsigned lumber. Asks for repara- 


tion. s 
No, 14173. Armour & Co., Chicago, vs. Texas & Pacific. 
Unjust, unreasonable and unduly prejudicial rates- on. fresh 
meats, packing house products and mixed carloads thereof, from 
North Fort Worth, .Tex., to destinations in Louisiana, between 


October 6, 1920, and June 28, 1922; Asks for reasonable and non- 
prejudicial rates and reparation. 


No. 14326. John H. Sherburne, Boston, vs. Director General. 
Unreasonable rates on sugar during federal control, from points 


in Utah and Wyoming to Boston. Asks for reasonable rates and 
ne = aration. 
Q. 


7. The Olympic Portland Cemerit Co., Ltd., Bellingham, Wash., 
vs. John Barton Payne, Director General. 


Unreasonable rate on lime rock from Balfour to Bellingham, 
both in Whatcom County, Wash., after June 24, 1918, to the extent 
it exceeded 40 cents per ton, which rate was established when 
the railroad was returned to its owners. Asks for reparation. 


No. 14328. Crown Willamette Paper Co., San Francisco, vs. James C. 
Davis, Director General. 


Unjust, unreasonable and unjustly discriminatory rates on sul- 
hate of alumina during 1918, 1919 and 1920, from Nichols, Calif., to 


Portiana and Lebanon, Ore. Asks for reasonable rates and repara- 
n, 


No. 14444. Rockhill & Veitor, New York City, vs. Director General. 
Against a rate of $4 on waste camphor oil from Seattle to Ho- 


boken, N. J., as unreasonable to the extent it exceeded $1.125. 
Asks for reparation. 


WORLD SHIPBUILDING DECLINING 


Shipbuilding returns for the quarter ended September 30, 
1922, show a decrease from the total for the preceding quarter 
of more than 500,000 tons, according to an analysis prepared 
by the transportation division of the Department of Commerce; 
300,000 tons of this represents the decline in British yards. 
This decline lowers the amount of tonnage under construction to 
2,702,556 tons as compared with 3,235,430 tons on’ June 30, 1922, 
and 3,679,622 tons on March 31, 1922. American shipyards had 
the same tonnage on hand on September 30 as at the end of 
the second quarter—150,623 tons—an increase of nine per cent 
over the total at the end of the first quarter. 

A comparison of world construction for the first three quar- 
ters of the current year is shown in the following table: 


————_Quarter ended————_———_ 
March 31, June 30 Sept. 30, 

Country. 1922. 22. 1922. 
III 2... «0. a: 6:4: ger eoocee ane ore-are 136,266 150,623 150,623 
eee 2,235,998 1,919,504 1,617,045 
I oo Sonc Cac cetsiirescadine aniuke oo 1,307,358 1,165,303 934,888 
MEE. ceutiank ate cece oe sanpen 3,679,622 3,235,430 2,702,556 


During the quarter ended September 30, shipyards of the 
world started construction on 187,527 gross tons of. shipping, 
while in the same period 476,070 tons were launched. The ton- 
nage of tankers under construction dropped from 793;000 tons 
on January 1 to 391,245 tons on October 1. 

Construction during the quarters ended September 30, 1921 
and 1922, compares with the average for corresponding periods 
during the five-year period 1909 through 1913 (the peak pre-war 
year in the shipbuilding industry) as follows: 


Pre-war 

Country. 1922. 1921. average 
J 8 eee eee 150,623 433,962 129,165 
ae eee 1,617,045 3,282,972 1,442,527 
(|. ele ees ee 934,888 1,826,044 721,948 
GD. cbbtdgsvaccranssasee wees 2,702,556 5,542,978 2,293,640 


Note.—Tonnage for ‘‘all other’’ countries during the pre-war 
period includes that constructed in Germany and Danzig, which is 
excluded from the 1921 and 1922 figures. ‘ 


Tonnage under construction in American yards in 1922 is 
35 per cent of the 1921 figure and 14 per cent higher than the 
pre-war average, while world construction is 49 per cent of the 
1921 total and 15 per cent higher than the pre-war average. 

Taking into consideration only tonnage actually under way, 


the total of world shipbuilding is at present over 900,000 tons 
less than before the war, as follows: 


September 30, June 30, 

Country. 1922. 1914. 
Wn I a rae 6 cw rec ccwccate 1,198,000 1,747,000 
All others ....;:. RADA AMAM Rs 0.0 0s cman om <ecieees 829,000 1,199,000 
EE * aka owenbeasurate Kine eabaee Aiea KES 2,027,000 2,946,000 


It will be observed that the total for September 30, 1922, 
compares more favorably with the pre-war average than with 


the total for the period immediately preceding the outbreak 
of the. war. 
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GOVT. AID TO NORWEGIAN SHIPS 


The Norwegian budget for the year ending June, 1923, ap- 
propriates 15,000,000 crowns for government assistance to Nor- 
wegian shipping, equal at normal exchange to $4,000,000 and at 
#éurrent exchange (crown, 18 cents) to $2,700,000. The budget 
for the year ended June 30, 1922, appropriated 25,000,000 crowns, 
equivalent at normal exchange to $6,500,000. 

The new budget makes no changes in the system or pur. 
poses of the appropriations for shipping, and, indeed, says Ev- 
-gene T. Chamberlain, of the transportation division of the 
Department of Commerce, in these respects Norwegian policy 
has remained as it was before the war, except that the contract 
for the line between Cuba, Mexico, and ports of the United 
States on the-Gulf of Mexico in return for a yearly subsidy 
-of 100,000 crowns terminated some years ago and was not 
renewed. © 

The government’s general statement in support of these 
budget reductions recites: 


For the coming fiscal year, the Department of Commerce, follow- 
ing a recommendation of its nautical adviser, has proposed a reduc- 
tio nof the ordinary. subsidy in the case of most of the companies, 
As in the current year, ending June 30, 1922, this subsidy is to be con- 
sidered as the maximum amount which the companies may receive 
as subsidy from the state. . 

In accord therewith the Department does not, this time, propose 
any extraordinary appropriation for the support of voyages ordinarily 
subsidized by the state. On the other hand, a tentative proposal is 
made jointly with the adviser to place 1,157,000 crowns at the disposal 
of the Department for the support of voyages which have not been 
subsidized by the state under normal conditions. 

Compelled by budgetary considerations, the Department has been 
obliged to make these notable reductions in: the budget here consid- 
ered, by which the total appropriation has been reduced from twenty- 
five million crowns for the current term to fifteen million for the com- 
ing term, ending June 30, 1923. It is hoped, however, that a decrease 
in operating expenses—particularly in the price of coal—together with 
some increase in traffic will result_in making the subsidy sufficient to 
maintain the necessary routes. However, the factors affecting the 
situation are so uncertain that for a time, unfortunately, we must 
recken with the possibility that the subsidies will hardly permit any 
considerable extension of the voyages now curtailed or a great reduc- 
tion in the present freight rates which, under other conditions, the 
Department would have been very glad to undertake. As a matter 
of course the Department will give close attention to the matter and 
extend the routes as well as reduce the rates as soon as conditions 
shall permit it in any measure. Otherwise the Department agrees 
with its adviser that the amount stated is to be considered as the 
maximum subsidy which will finally be reduced, if occasion offers, 


when the companies have submitted their audited accounts for the 
term. 


The Department likewise agrees with the adviser that any 
eventual saving in the amount intended for the chief northern coast 
routes should be employed in support of. local voyages. 


The principal steamship appropriation is for the main lines, 
comprising 14 steamers, which conduct the daily mail and ex- 
press service to the ports of northern Norway. In the fiscal 
year ended June 30, 1921, the sum of 13,400,000 crowns was 
applied to this service; during the fiscal year ended June 30, 
1922, the amount was 9,575,000 crowns and the budget for 1923 
provides 5,850,000 crowns, a _ reduction of 3,725,000 crowns, 
which, with the reduction in the allowance to the Commerce 
Department for extraordinary contingencies, will account for 
7,322,000 crowns out of the reduction of 10,000,000 crowns in 
the new budget compared with the budget of 1922. During 
the year a change in the route of some of these main lines is 
anticipated, owing to improved channels in Resy Sound, av 
thorized by the Norwegian Parliament, which may reduce some 
what the appropriation for these main lines, and the amount 
thus saved is to be applied to local lines where needed. 


The appropriations of 1,600,000 crowns each for 1922 to 
the two lines which maintain mail communication between 
Norwegian ports in the Arctic Circle—one to and from Tromso, 
the other to and from Salten, are reduced to 1,045,000 crowns 
and 1,100,000 crowns, respectively, a further saving of 1,055,000 
crowns; the appropriation for the service between the Ham- 
merfest near the North Cape and the settlements on the north- 
eastern coast of Norway on the Arctic Ocean is reduced from 
2,100,000 crowns to 1,550,000 crowns for 1923, and for the Lofo- 
ton service from 1,580,000 crowns to 920,000 crowns. While 
these reductions are all based on cheaper coal, the budget re 
port repeatedly emphasizes the fact that the Norwegian goverl: 
ment is compelled to economize and that it. will not be possible 
to increase the amounts provided in the budget through allow 
ances from the fund for emergencies allotted to the Commerce 
Department, as done during the war and the years immediately 
following it. 


The allowance for the transportation of Norwegian mails 
for Continental Europe from Christiansand to Frederikshave! 
to Denmark is reduced from 455,050 to 300,000 kroner. The 
allowances of 200,000 crowns for the mail trips between Berge? 
and Newcastle, England, and of 55,000 crowns for voyages to 
and from Spain, Portugal and Italy remain unchanged. For 
the year ending June 30, 1923, the total budget appropriations 
for Norwegian steamers in foreign trade are thus 555,000 vos 
equivalent at normal exchange to a trifle less than $150,008, 8 
current exchange to $100,000.. The Norwegian-American Line 
steamers are paid at International Postal Union rates by Nor- 
way and by the United States for carrying mails betwee? 
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Hundreds of millions of dollars are lost annually through the use of poor or improperly designed 
shipping containers. One item alone is sufficient to help visualize this loss. In 1920 the railroad 
companies paid $108,000,000 in loss and damage claims. 


A Nation-wide Box Service— 
An Economic Necessity 


The General Box Company, a consolidation of fourteen leading box manu- 
facturers, was organized to help correct the wasteful condition in the use of 
shipping containers by offering to all shippers, east of the Rocky Mountains, 
a constructive boxing and crating service on which they can rely implicitly. 
# This service is divided into three parts—(1) anal 
1” (2) manufacturing and delivery, (3) materials. 





ysis and recommendations, 


G.B.C. box engineers are thoroughly familiar with the most advanced principles in 
scientific box and crate construction as applied to the safe shipping of practically every 
commodity. Their services are available to any shipper without cost or obligation. 
Simply write us and we will send an engineer to you. 


fe : Sixteen factories, strategically located, enable us to manufacture and ship any type 
om of wooden box or crate in any quantity in the quickest possible time. As manufacturers 
> 3} of all kinds of wooden containers we can fulfill the requirements of any shipper. 

4 \d_. Control of our own timberlands insures an adequate supply of lumber -of uniform 
» quality and makes possible more stable prices. 

or We will be glad to explain our services in detail to any shipper. Even though you 
iw ; believe your shipping expense is Teduced to a minimum, efficiency considered, it is 
imo possible, with our wide experience in every line of industry, we can be of material service 
rae to you. 

ad Write for G.B.C. Service—A bulletin of 


information on better |boxing and crating 


GENERAL BOX COMPANY 


1933 CONWAY BUILDING — CHICAGO 
FACTORIES AT 









Bogalusa, La. Crawfordsville, Ind. Houston, Tex. N i 

Brewton, Ala. Detroit, Mich. Ilimo, Mo. Howey lg 
Brooklyn, N. Y. East St. Louis, Ill. Kansas City, Mo. Pearl River, La. 
Cincinnati, Ohio Hattiesburg, Miss. Louisville, Ky. Sheboygan, Wis. 
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Norway and the United States, the total annual payment by 
the United States to the company and to the Norwegian gov- 
ernment for the service being in round numbers $17,000. 


CHANGES IN DOCKET 


Hearing in No. 14017, United States Shipping Board vs. 
Boston & Maine R. R., assigned for October 26, at Washington, 
D. C., before Examiner Hunter, was canceled. 

Hearing in I. and S. No. 1646, coal from mines in Kentucky, 
Tennessee and Virginia, to various points in Iowa, Missouri 
and Nebraska, assigned for October 25, at Louisville, Ky., before 
Examiner Witters, was canceled. 


Hearing in I. and S. No. 1672, Cement from Utah points to 





Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
‘ations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


October 30—St. Louis, Mo.—Examiner Carter: 
14161—Roxana Petroleum Corp. vs. C. & A. et al. 
tite —in@ehome Refining Co. vs. Ann ‘Arbor et al. 
‘White Star Refining Co. vs. Illinois Terminal et al. 
(. and S. 1663—Petroleum and petroleum products between points in 
Official Classification territory. 
October oGenctonet O.—Examiner Witters 
i. and Ss. 1656—Transit privileges on grain and grain products 
at Basten ‘on oO. 
October 30—Washington, D. C.—Examiner Hunter: 
13823—Virginia Coal Operators’ Asso. vs. Aberdeen & Rockfish et al. 
Portions of fourth section applications 1478 of C. C. & O. ao : 
1548 of Sou. Ry.; 1561 of N. & W. Ry.; and 1952 of L. & N. 
(coal cars, from Appalachia and Dante districts of Virginia LA 
Harlan County district of Kentucky to North Carolina, South Caro- 
lina, Georgia and Florida). 
onan 30—St. Johnsbury, Vt.—Examiner Howell 
13979—W. R. Ricker vs. Director General, Conte Vt. et al. 
Coir 30—Shreveport, La.—Examiner Money: 
13987—Christie & Eastern Ry. Co. vs. K. C. S. et al. 
Ocmetae 30—Pittsburgh, Pa.—Examiner J. E. Smith: 
13928—Aluminum Co. of America vs. Director General. 
October 30—New Orleans, La.—Examiner Keene: 
12478—Allowances ef mileage for Mississippi river crossings. 
a oe Chamber of Commerce vs. Natchez & Southern Ry. 


October 39-November 4—At New Orleans, La.: 
13494—Southern class rate investigation. 
October 31—Cincinnati, O.—Examiner Witters: 


i. and S. 1669—Building and roofing paper from Indiana and Ohio to 
St. Paul and Duluth, Minn. 


November 1—St. Louis, Mo.—Examiner Carter: 
* 1. and S. No. 1675—Lumber from southern points to Mt. Vernon, Ill. 
November 1—Oklahoma City, Okla. Cme ys Disque: 

13800—J. A. Waldrep et al. vs. A. & S. F. Ry. et al. Such fourth 


section departures as may ante in the rates under consideration 
will be disposed of in this complaint. 


November 1—Argument at Washington, D 


Cc. 
Valuation Docket No. 2—In re tentative valuation of the property of 
Texas Midland R. R. 


Valuation Docket No. 5—In re Rentasive valuation of the property of 
the Winston-Salem Southbound Ry. Co. 
Valuation Docket No. 6—In re valuation of the properties of Elgin. 


Joliet & Eastern Ry. Co., Chicago, Lake Shore & Eastern Ry. Co. 
and Joliet & ae Island Ry. Co. 


Valuation Docket No. 15—In re Tonopah & oat pe R. R. Co. 

Valuation Docket No. 21—In re Carolina R. Co. 

Valuation Docket No. 31—In re tentative he of the properties 
of the Norfolk Southern R. R. Co., Atlantic & North Carolina 
R. R. Co., and Carolina & Pinehurst R. R. Co. 

Valuation Docket 126—In re tentative valuation of property of West- 
ern Pacific Ce. 


ae ee Docket No. 37—In re Kinston Carolina R. R. & Lumber 


Valuation Docket No. 60—In re tentative valuation of the nH Cor 
of the Central of Georgia Ry. Co., South Western 
Roeuste & Savannah R, R., and the Chattahoochee & Gulf R 


Valuation Docket No. 102—In re tentative valuation of the property 
of the Roverside, Rialton & Pacific R. R. 


Co. 
Valuation Docket No. 127—In re tentative valuations of the proper- 


oe of the Ann Arbor R. R. Co. and Menominee & St. Paul 


y. 
Valuation Docket No. 159—In re tentative valuation of the property 
of the New York, Philadelphia & Norfolk R. R. Co. 
November 1—Cincinnati, O.—Examiner Witters: 
1. and S. 1671—Brick between stations on C. & O. Ry. 
te teem 3 4 Ltd Orleans, La.—Examiner Keene: 
l. and 1648—Crude oil from Louisiana points to Beaumont-Port 
Prk Tex., group. 
eevee 1—San Francisco, Calif.—Examiner Cassidy: 
14100—H. G. Prince & Co. vs. Director General. 
13862—W. P. Fuller & Co. vs. Director General. 
November 1—Albany, N. Y.—Examiner Howell: 
13904—The Iroquois Pulp & Paper Co. vs. Greenwich & Johnsonville 


Ry. et al. 
i Ly Iroquois Pulp & Paper Co. vs. Greenwich & Johnsonville 
y. et al. 


November 1—Pittsburgh, Pa.—Examiner J. E. Balen: 
13750—American Fruit Growers, Inc., vs. . Ry. Exp. Co. 

Novensnes 1—Jonesboro, Ark.—Examiner oe foney: 
13941—Jonesboro Freight Bureau vs. H. W. T. Ry. et al. 


Docket of the Commission 


points in Idaho, Oregon and Washington, and fourth section 
application No. 12283, filed by O. S. L. R. R., assigned for October 


28, Portland Ore., before Examiner Cassidy, was postponed to 


a date to be hereafter fixed. 


ST. JOE DOCK FINANCING 
The Port of St. Joe Dock & Terminal Railway Company 


has applied to the Commission for permission to use $144,000 of 


its first mortgage 6 per cent bonds, now in its treasury, as col- 
lateral for a demand note of $114,927.04 in favor of the St. Joe 
Bay Company First Mortgage Bondholders Protective Com. 
mittee. The note is to cover expenditures on the terminals to be 
used by the Apalachicola Northern at Port St. Joe, Fla. 





November 1—St. Louis, Mo.—Examiner Mackley: 
1. and S. No. 1634—Petroleum and its products from Texas, Louis- 
iana and Arkansas points to Memphis and Ohio River points. 
Portions of F. S. App. No. 643 filed by F. A. Leland, and vari- 
ous other fourth section applications in regard to petroleum and 
etroleum products from Texas producing points to Memphis, 
enn., and other Ohio and Mississippi River crossings, etc. 
November 1—Oklahoma City, Okla.—Examiner Disque: 
13535—Corporation Commission of Oklahoma vs. Aberdeen & Rock- 
fish R. R. et al. 
November 2—St. Louis, Mo. —Examiner Mackley 
i. and S. 1667—Scrap iron and steel between. Ohio and Mississippi 
River crossings. 
November 2—Pittsburgh, Pa.—Examiner Smith: 
1. and S. No. 1659—Fruits, melons and vegetables from Southwest 
to C. F. A. and Trunk Line points. 
November 2—San Francisco, Calif.—Examiner Cassidy 
1 olden Eagle Milling Co. et al. vs. Beimberger Electric 
R. R. et al. 
November 3—New York, Y.—Examiner Howell 
131Z0—The National League of Commission Merchants of the United 
states vs. P. R. R. 
— (Sub. B ge Me 2 tscdkasernen Fruit Growers, Inc., New York Div. 


ae ® 
13120 (Sub. No. 2)—Chas, A. Houck vs. P. R. 
13120 (Sub. No. 3)—J. & G. Lippman, Inc., vs. ER. R. 
13120 ee NS No. 4)—M. H. Hellman vs. P. R. " 
13120 (Sub )—I. Lowenthall vs. P. R. R. 
13120 (Sub No Os. — — wt vs. P. R. 
13120 (Sub. No. 7, Sub. 8, Sub. No, “Nae Bang Fruit Growers. 
Inc., New York Div., on Pp. = = 
November 3—San Francisco, Calif—Examiner Cassidy 
13840—Associated Oil Company et al. vs. Arizona Bastern et al. 
November 3—Washington, D. ae ae ag” Hunter: 
13975—Texas Gulf Sulphur Co. vs. C. R. of N. J. et al. 
November 3—New Orleans, La.—Examiner Satie 
1. and S. No. b<"S ag shells from Biloxi, Mississippi, and other 
points on L. & N. R. to Orange Grove, Miss., New Orleans, La. 
Mobile and other sada in Alabama. 
November 4—San Francisco, Calif.—Examiner Cassidy: 
14132—Oakland Chamber of Commerce vs. Sou. Pac. et al. 
November 6—New York, N. Y.—Examiner Howell: 
a Specialty Company vs. Dansville & Mt. Morris R. R. 
e 
November 6—Washington, D. C.—Examiner Sweet: 
Valuation Docket No. 64—In re tentative valuation of the property 
of Goldsboro Union Station Company. 
November 6—Selma, Ala.—Examiner Keene: 
13857—Chamber of Commerce of Selma, Ala., vs. A. G. S. et al. 
Portions of fourth section applications as may exist in any of the 
rates involved in this complaint. 
lovember 6—Washington, D. C.—Examiner Marchand: 
Valuation Docket 18—In re tentative valuation of the property of 
Ga. Nor. Ry. Co. 
November 6—Washington, D. C.—Examiner ecdhend: 

Valuation Docket 36—Flint River & Northeastern R. R. Co. 
November 6—Washington, D. C.—Examiner Kelley: ty 
Valuation Docket No. 94—In re tentative valuation of ag proper 
of Hoosac Tunnel and Wilmington Railroad Compan t 
Valuation Docket No. 111—In re tentative valuation of The property 

of Grafton & Upton Railroad Company. 


November 6—Ft. Worth, Tex.—Examiner Money: 
14283—American National Live Stock Assn. et al. vs. Sou. Pac. et 4 
November 6—Washington, D. C.—Examiner McQuillan: F 
13972—Alabama & Mississippi R. R. Co. et al. vs. A. T. & S. * 
Ry. Co. et al. 
November oy yy . C.—Examiner Hunter: ho 
13718—M. Plowaty & Sons, Inc., vs. Director General, Utah-Ida 
Central R. R. et al. 
November 7—New York, N. Y.—Examiner Howell: 
13885—Lackawanna Steel Company vs. Director ‘General. 
November 8&—New York, N. Y.—Examiner Howell: to 
l. and S. 1673—Import rates on vegetable oils from Pacific coast 
Cc. F. A. and Canada. 
November 8—Argument at Washington, D. C.: 


bP ae Linseed Products Co. vs. Director General, Erie R. R. 


t al 
11510—Tanners’ Council of U. S. A. et al. vs. Erie et 2 
Neveuoer 8—Washington, D. C.—Examiners Mullen and Borland: tins 
13528—Investigation of power brakes and appliances for opera 
power brake systems. - 
November 8—Kansas City, Mo.—Chairman Kurtz of Public Serv! 
Commission of Missouri: t the 
Finance Docket No. 2485—In the matter of the application ° 
K. C. S. Ry. Co. tera certificate of public convenience and 
sity permitting it te abandon = portlow of ite maim track. 
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November 8—Washington, D. C.—Examiner Sweet: 
Valuation Docket No. 66—In ré tentative valuation of the property 
of Hardwick & Woodbury Railroad Company. 


November 8&—Washington, D. C.—Examiner Marehand: 
Valuation Docket 100—In re tentative valuation of Pacific & Idaho 
Northern Ry., Edgar M. Heigho, receiver. 
November 8&—Washington, D. C.—Examiner Hunter: 
13806—Meyer-Vasquez Produce Co. vs. Director General. 
November 8—Washington, D. C.—Examiner Kelley: 
Valuation Docket No. 114—In re tentative valuation of the property 
of Manistique & Lake Superior Railroad Company. 


November 9—At Cincinnati, Ohio: 
13494—Southern class rate se mage 


6 ee 9—Argument at Washington, D. C.: 
1. and S. No. 1632—Reduced rates on limestone from Baltimore & 
ag 9 one —— Maryland Ry. points to Pittsburgh & Lake Erie 
points 
i. and S. No. 1596—Intermediate avitching che charges at Peoria, Ill. 
13110—The Minneapolis & St. Louis R Co. vs. Peoria & Pekin 


Union Ry. Co 
Mo.—Chairman Kurtz of Publie Service 


November 9—Kansas City, 
Commission of Missouri: 
Finance Docket No, 2514—In the matter of the applieation of the 
Missouri Pacific R. R.. for a certificate of public convenience and 
necessity authorizing it to abandon a portion of its line of railroad. 


November 9—Montgomery, Ala.—Examiner Keene: 
13986—Central Cement and Supply Company et al. vs. Atlanta & 
West Point Railroad Company et al. Such portions of fourth 
section departures as may exist in the rates involved. 


November 9—Washington, D. C.—Examiner Hunter: 
1 neral Fire Extinguisher Company vs. Director General. 
ae 10—Argument at Washington, D 
11640—Swift & Co. vs. Director General. 
tl. and S. No. 1416—Storage-in-transit rules at Minnesota Transfer on 
import traffic from Pacific Coast points. 
i. and S. No. 1600—Elimination of Michigan R. R. Co. as participant 
in Fairbanks’ perishable protective tariff. 


itevember 10—Birmingham, Ala.—Examiner Keene: 
13956—Chickasaw Lumber Company vs. Director General, Central 
ef Georgia Railway Company, et al. 
14101—Birmingham Traffic Bureau vs. A. G. S. R. R. et al. Such 
fourth section departures as may exist in any of the rates 
involved in the proceeding. 


November 10—Washington, D. C.—Examiner Hunter: 
13853—Whaien Pulp & Paper Mills, Ltd., vs. Director General, Grand 
Trunk Pacific Railway Company. 
November 10—Washington, D. C.—Examiner Jewell: 
1 “er. Ww. ee receiver, Muscatine, Burlington & Southern 
R. Co. vs. C. B. & Q. et t al. 
1. une 'S. 1664—Box shooks from the Carolinas and Virginia to east- 
ern seaboard points. 


November 10—Argument at Washington, D. C.: 
* |, and S. 1638—Increased charges for icing and reicing of perishable 
freight at St. Louis, Mo., and East St. Louis, I 


November 10—Pittsburgh, Pa.—Examiner Eshelman: 
* . 4." Coal Producers’ Association vs. P. C. C. & St. L. 


November 11—Argument at Washington, D. C.: 
* 9200—Railway mail pay (in the matter of the petition of New 
England carriers for an increase in pay for carriage of mails). 


November 11—Phoenix, Ariz.—Examiner Cassidy: 
14010—The United Verde Extension Mining Co. vs. T. &S. y et al. 
14011—The United Verde Extension Mining Co. vs. AD .& S. F. et al. 


November 13—Kansas City, Mo.—Examiner Cummings: 
Fourth Section Applications No. 1862 et al. 


November 13—Phoenix, Ariz.—Examiner Cassidy: 
14093—Burge-Doyle Live Stock Co. et al. vs. Arizona oO et al. 
14140—Solomon-Wickersham Co. vs. Santa Maria R. R. et al. 
November 13—Washington, D. C.—Examiner Hunter: 
13832—Gulf Coal Company vs. Virginian Railway Co. et al. 
November 13—Washington, D. C.—Examiner Sweet: 
Valuation Docket No. 88, in re tentative valuation of the prop- 
erty of Gulf, Texas & Western Railway Co. 


November 14—Memphis, Tenn.—Examiner Keene: 

12969—Divisions received by the Brimstone Railroad and Canal Co. 
November 14—Phoenix, Ariz.—Examiner Cassidy: 

14091—Gila Water Co. et al. vs. Arizona Eastern et al. 


‘November 15—Memphis, Tenn.—Examiner Keene: 

Fourth Section Application 12278 of E. B. Boyd, for authority to es- 
tablish —- on paper and paper articles, C. L., described in 
Groups A, B and C of Item 592 of Boyd’s I. C. Cc. A1292, from 
points in Wisconsin, Minnesota and Michigan and other states and 
Canada, included in Groups 1 to 8, inclusive, of Item 590A of 
said tariff to New Orleans, La., etc. 

November 15—Washington, D. C.—Commissioner Aitchison: 

13896—In re rules governing ratings of coal mines, other than an- 

thracite, and the distribution of cars to such mines. 


12530—In re distribution among coal mines of privately owned cars 


and cars for railroad fuel. 
November 15—Kansas City, Mo.—Examiner H. G. Cummings: 

Fourth Section Applications 622, 672 and 12256 of F. A. Leland (grain, 
grain products, hay, straw, seeds, ete., from various points in U. S. 
to points in Texas). 

November 15—Argument at Washington, D. 
'14104—Interchangeable mileage ticket 1 fis ation. 


November 15—Washington, D. C.—Examiner Davis: 


Finance Docket No. 2419—In the matter of the application of the 
New Orleans, Texas & Mexico Railway for authority to acquire 


control of the Dayton-Goose Creek Railway. 
November 16—Argument at Washington, D. C.: 


I. and S. 1624—Salt from C. F. A. to ‘Western Trunk Line destina- 


tions and between points in C. F. A. territory. 
November 16—Phoenix, Ariz.—Examiner Cassidy 


1. and S. Docket No. 1653—-Fresh fruits and Vapotables from Deming, 


N. M., to points in Arizona and New Mexico on E. P. & S 


System. 
November 16—Washington, D. C.—Examiner Sweet: 


* 13345—In the matter of division of joint rates, fares and charges on 
traffic interchanged between the Missouri & North Arkansas R. R. 


Co. and its connections. 
November 16—Washinegton 
- Valuation Docket No. 
of Gulf Terminal Company. 


C.—Examiner Marchand: 
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ys re tentative valuation- of the property 
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November 17—Memphis, Tenn.—Examiner Keene: 
* 1, and S. 1666 (first supplemental order)—Class rates from the 
southeast to the Mississippi Valley. 
Never 17—Argument at Washington, D. C.: 
12150—Cambria Steel Co. et al. vs. Director General, Pa. R. R. et al. 
‘ 12750—Memphis — Bureau for Abston, Wynne & Co. et al. vs, 
Mo. Pac. R. R. et a 
‘12750 (Sub. No. $¢-Atemphis Freight Bureau, for F. G. Barton & 
Co. et al., vs. Director General. 
' 12750 (Sub. No. 2)—Memphis Freight Bureau, for Humphreys-0O’Sul- 
livan Co. et al., vs. Director General. 
November 17—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 82—In re tentative valuation of the property 
of Montana Western Railway Company. 


Valuation Docket No. 52—In re tentative valuation of the property 
of Farmers Grain & Shipping Company. 


November 17—Washington, D. C.—Commissioner Hall and Examiner 


Healy: 
12964—Consolidation of railroads. 
te ae ip emphis, Tenn. —Examiner Keene: 
1, and lass rates from the southeast to the Mississippi 
Vite 
November 17-Washington, D. C.—Examiner Pattison: 
Valuation Docket No. 201—In re tentative valuation of the property 
of Minneapolis Western Railway Company. 
November 18—Argument at Washington, D. C.: 
' 12420—Carnegie Steel Co. vs. Director General, Pa. R. R. et al. 
13290—The Secretary of War, operating Mississippi- -Warrior Service, 
vs. Aberdeen & Rockfish R. R. et al. 
November 20—Argument at Washington, D. C.: 
13098—Arbuckle Bros, et al. vs. Ann Arbor et al. 
lt. and S. 1443—Sugar from eastern points to C. F. A. territory. 
e. = S. 1457—Sugar from southern points to St. Louis and related 
point 


s. 
lI. and S. 1501—Sugar from Colorado, Utah, etc., to Illinois, Iowa, 
Minnesota, Michigan and Wisconsin stations. 
November 20—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 221—Tentative valuation of the property of 
Boston and Maine Railroad System. 
November 20—Washington, D. C.—Examiners Barclay and Mullen: 
13930—Express rates, 1922. 


November 20—Washington, D. C.—Examiner Kelley: 

Valuation Docket No. 86—In re tentative valuation of the a 
of the Trinity & Brazos Valley Railway Company. 

November 20—Washington, D. C.—Examiner Pattison: 

Valuation Docket No. 84—In re tentative valuation of the property 
of the Peoria Railway Terminal Company. 

November 21—Washington, D. C.—Division 4: 

* Finance Docket No. 2613—In the matter of the application of the 
Southern Pacific Co. to acquire control, by lease and stock owner- 
ship, of the line of railroad of the Central Pacific Ry. Co. 

November 21—Washington, D. C.—Examiner Marchand: 

Valuation Docket No. 123—In re the tentative valuation of the prop- 
erty of the St. Johnsbury & Lake Champlain Railroad Company. 

November 22—Argument at Washington, D. C.: 

'42426—Acme Fruit Co. et al. vs. Canadian Pacific, Director General 


et al. 
'42461—Peninsular Portland Cement Co. vs. Director General, Cincin- 


nati Northern R. R. Co. 

' 12423—Armour & Co. et al. vs. A. C. L., Director General et al. 

‘Il, and S. No. 1494—Application of class rates on fresh meat and 
dressed poultry from Chicago and other points to gulf ports for 
export. 

November 22—Washington, D. C.—Examiner Pattison: 

Valuation Docket No. 116—In re tentative valuation of the property 
of the Montpelier & Wells River Railroad. 


November 22—Washington, D. C.—Examiner Sweet: 
Valuation Docket No. 11—In re tentative valuation of the property 
of the St. John & Ophir Railroad Company. 
Neveusiee 22—Norfolk, Va.—Examiner Bartel, 
13819—Hampton Roads Demurrage Committee vs. N. & W. et al. 
November Peeve, Fla.—Examiner —— 
1. and S. ‘Waste resinous wood from A. C. 
gia to Selibcavilie Fla. 
November 23—Argument at Washington, D. 
12545—The Hebard Cypress Co. vs. aietalicen & Rockfish R. RB. 
Director General et al. 
12560—Lackawanna Steel Co. et al. vs. Director General, Pa. R. BR. 


et al. 
112560 (Sub. No. 1)—Seneca Iron and Steel Co. et al. vs. Pa. R. BR 


et al. 
' 13287—Covert Gear Co., Inc., et al. vs. Pa. R. R. et al. 
November 23—Washington, D. C.—Examiner Kelley: 

Valuation Docket No. 168—In re tentative valuations of the proper 
ties of Chicago, Indianapolis & Louisville Railway Company, 
dianapolis & Louisville Railway Company and Indiana Stone Rail- 
road Company. 

November 23—Washington, D. C.—Examiner Pattison: 

Valuation Docket No. 138—In re tentative valuation of the property 

of the Monroe Railroad Company. 

November 24—Argument at Washington, D. C.: 

' 12504—Fort Worth Cotton Oil Mill et al. vs. Director General, Beal- 
mont, Sour Lake & Western Ry. er al. al 

' 42664—A. A. Jackson & Co. et al. vs. C. L., Director General et 

12665—Fort Worth Cotton Oil Mill et . vs. A. T. & S. F., Director 
General et al. 

November 24—Washington, D. C.—Examiner Sweet: ty 

Valuation Docket No. 46—In re tentative valuation of the proper 
of the Joplin Union Depot. Company. 

November 24—Washington, D. C.—Examiner Pattison rty 

Valuation Docket No. 165—In re tentative valuation ‘of the prope 
of the Baltimore and Sparow’s Point Railroad Company. 


November 25—Argument at Washington, D. C.: 


L. stations in Geor- 


gees Petroleum Co. vs. Director General, O. N. M. &? 
. 12566 (Sub. No. 1)—Magnolia Petroleum Co. vs. Director Genertl 


oO. & P. Ry. et al. RY. 
126¢0~rexas Grain Dealers’ Assn. et al. vs. Abilene & Southern 4): 
0. e 


November 27—Argument at Washington, D. C.: & 
' 12729—David Cole Creamery Co, et al. vs. Director General, C. B 


' itis seit ec & Co. vs. A. T. &&. F. Ry. et al. 
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SHIPPERS WHO FEEL THEIR RATES 
ARE PROHIBITIVE 


Should first approach the carrier with a carefully considered and comprehen- 
sively prepared, concrete proposition, showing how or why— 


The present rate works to his disadvantage; 
His rate is unreasonable or unjustly discriminatory; 
The competition he has to meet; 


How, perhaps, readjustment would inure to the carrier’s advantage, as 
well as the shipper’s. 


Note 1. 


Where any or all of these features are involved, if the eo sets forth the 
facts in a convincing manner he is usually far more successful, saves more time 
and money, than he who merely insists his rates are too high and demands read- 
justment, and, failing in that, proceeds before the Commission, or through his 
Congressmen, in an effort to secure relief. Dealing in generalities is a slow 


method of achieving results. Definite proposals, with substantiating evidence, 
compel consideration. 
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Proceedings before the Commission at best are slow and expensive, and many 
are inclined to put up with unfair rates and shipping conditions, rather than 
tie themselves up in formal proceedings. Furthermore, this plan does not make 
for better co-operation between carriers and shippers, so necessary to commer- 
cial welfare. What will you do? The carriers haven’t sufficient forces to work 
up everybody’s rate troubles in order that they may apply a remedy. You couldn’t 


afford to pay rates sufficiently high to enable carriers to carry such large forces, 
but there is a solution. 


Note 2. The Solution: ; ~. 


The Traffic Service Corporation rate and traffic specialists will, on short no- 
tice, make a thorough analysis of your rate adjustments and recommend changes 
necessary if merited, setting forth all pertinent data and facts which will enable 
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— entitled to—quickly. If rate matters were thus handled, the Commission’s docket 

os of would be less congested, more people would be enjoying their inherent rights, 
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12910—The Fairmont Creamery Co. vs. C. B. & Q. R. R. et al. 
' 12783—Rio Grande Oil Co. vs. Arizona Eastern R. R. et al. 
November 27—Washington, D, C.—Eixaminer Pattison: 
Valuation Docket No. 169—In re tentative valuation of the property 
of Paris and Mt. Pleasant Railroad Company. 


Navember 28—Argument at Washington, D. C.: 
12680—American Fruit and Vegetable Shippers’ Assn. et al. vs. Amei- 
can Ry. Express Co. et al, 
1271 larendon Refining Co. et al. vs. Pa. R. R. et al. 
12774—Republic Iron and Steel Co. vs. B. & O. et al. 
* 12884—Brier Hill Steel Co. et al. vs. B. & O. R. R. et al. 


November 28—Washington, D. C.—Examiner Pattison: 
Valuation Docket No. 188—In re tentative valuation of the property 
of Durham & South Carolina Railroad Company. 
November asgunent at Washington, D. C.: 
12784—Southeastern Express Co. vs. American Ry. Express Co. 
12786—Southern Fisheries Assn. vs. American Ry. Express Co. et al. 
November 29—Washington, D. C.—Examiner Sweet: . 
Valuation Docket No. 53—In re tentative valuation (supplemental) 
of the property of Brandon, Devils Lake & Southern Railway Com- 
pany. 
December 1—Argument at Washington, D. C.: 


Finance Docket No. 100—In the matter of the application of the 


Abilene & Southern Ry. Co. for reimbursement of deficits under 
Section 204 of the Transportation Act, 1920. 
December 1—Washington, D. C.—Examiner Marchand: 
Valuation Docket No. 124—In re tentative valuation of the property 
of Sugar Land Railway Company. . 
December 1—Washington, D. C.—Examiner Pattison: 
Valuation Docket No. 193—In re tentative valuation of the property 
of Artesian Belt Railroad. 
December 1—Washington, D. C.—Examiner Smith: 
4 John M, Buckland, trading as National Slag Co. vs. Atlantic 
City R. R. Co. et al. 
December 2—Minneapolis, Minn.—Commissioner Campbell: 


1 
14175—Turner Grain Co. vs. Director General, Great Northern Ry. Co. 
14218—Bull Tractor Co. vs. Director General, C. M. & St. P. Ry. 


14218 (Sub. No. 1)—St. Paul Scrap Iron and Metal Co. vs. Director 
General, C. M. & St. P. Ry. 


December 4—At New York City, N. Y.: 
13494—Southern class rate investigation. 


December 4—Washington, D. C.—Examiner Hunter: 
13948—Texas Gulf Sulphur Co. vs. A. G. S. et al. 
December 4—Washington, D. C.—Examiner Pattison: 

Valuation Docket No. 151—In re tentative valuations of the proper- 
ties of Florida East Coast Railway Company and Atlantic & East 
Coast Terminal Company. 

December 4—Washington, D. C.—Examiner Sweet: 
Valuation Docket No. 12—In re Missouri Southern Railroad Company. 
December 4—Fargo, N. D.—Commissioner Campbell: 


* 13839—The Commercial Club of Fargo, North Dakota, vs. Ahnapee 
& Western Railway Co. et al. 


* 14068—Hopeman Material Company et al. vs. Nor. Pac. Ry. et al. 





BANKERS OPPOSE REGULATIONS 


The Trafic World Washington Bureau 


Bankers and financial officers of railroads, appearing before 
the Commission in its inquiry, October 26, into whether it should 
make more definite regulations about the issuance and sale of 
railroad securities, were unanimous in opposition. They op- 
posed the establishment of minimum prices for securities, based 
on the judgment of the Commission’s finance bureau, or even 
on the judgment of the Commission. They opposed a require- 
ment that securities be sold on the competitive bidding basis. 
They said well established railroads and other public utilities 
might sell their own securities over their own counters. The 
example of the American Telegraph and Telephone Company in 
selling $115,000,000 of its common stock, to pay 9 per cent, to 
its employes, was cited. 


“If they had come to us,” said Otto Kahn, of Kuhn, Loeb 
& Co., “we would have paid them 115 for it, taken a 2.5 per 
cent commission and thanked them for the business.” 


Dwight W. Morrow, ofo J. P. Morgan & Co., speaking of 
the same transaction, said he was not sure it was poor business 
for the telephone company to have done that. He said he 
was sure it could have obtained more money for its stock. His 
uncertainty was due to the impossibility of estimating the “so- 
cial” value of the transaction. He did not go into that phase 
of the subject, but the implication was that Mr. Morrow was 
inclined to consider that the telephone company had done a 
stroke of good business in thus getting its employes to become 
partners in the business. 
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“I agree in the main with what others have said,” said 


Jackson E. Reyolds, president of the First National Bank of 
New York. 


“On your query I say, ‘Go ahead and do your worst,’” said 


Mr. Jackson. “It will not hurt the bankers, but it will hurt the 
railroads.” 


John E. Oldham, of Boston, said the Commission should 
interfere only to prevent fraud. That, said he, seemed to be the 
thought of Congress when it passed the control of securities 
part of the law. In a colloquy with Commissioner Potter, he 
said taht where there was a question of one or two points in 
the price of bonds, as between Samuel Rea and the Commission, 
the latter ought to take the judgment of Mr. Rea. If the ques. 
tion was about a difference of as much as 10 points, then, by 
all means, he said, the Commission shoould go into the ques. 
tion, because such a difference of opinion indicated something 
wrong somewhere. He said there was always a difference of 
opiooin between men in the same banking house as to the price 
that should be paid for an issue of bonds, but the difference 
ran from a fourth of a point to two points. 


Robert S. Lovett, the first to speak on the subject, opposed 
competitive bidding for securities. His thought was that the 
Commission should not change its present method of handling 
finance applications. He said Kuhn, Loeb & Co., bankers for 
the Union Pacific, would pay just as much as any other bank. 
ing house. J. P. Morgan & Company he considered the only 
other banking house capable of handling all the banking busi- 
ness of the-Union Pacific and the Illinois Central. In fact, he 
regarded these two as the only houses able to handle big 
transactions. 

Otto H. Kahn also opposed competitive bidding. He said 
the controlling factor in the making of a market for issues of 
securities was the assurance the banking-house could give to 
investors that the securities were good investments. Competi- 
tive bidding, he said, would reduce the business to a state in 
which the bank would do none of the advising it does now and 
put all the work of preparing for the issue on the railroad and 
expose it to great loss in the event it did not prepare the public 
to take up its offering on time. The banking house, if it does 
not float the loan completely, stands behind the railroad and 
takes care of it until the flotation is completed. Were the rail- 
road to shop around for bids, it would not have any banking 
house that felt under obligation to protect it in its financing. 

Mr. Kahn denied that his house and that of Morgan & Com: 
pany were the only ones able to handle the financing of some of 
the big companies. He mentioned eight or nine others, which, 
he said, had handled issues running as high as $50,000,000. His 
great point was that a railroad should have a banker on whom 
it could depend for service and money at all times. Unless a 
railroad had such a connection it could not expect, in time of 
stress, to command the services of houses with which it had not 
done business when everything was easy sailing. 


Mr. Lissman, speaking in a dual capacity, as a member of 
the American Short Line Railroad Association and as a banker, 
said it would be foolish for the Commission to establish a mini- 
mum on securities based on its own judgment. Such action, he 
said, might make the company miss its market—that is, make it 
impossible for it to get out its securities in time to obtain the 
money that was in sight when it made its application for per- 
mission to market securities. 

Mr. Colston said there should be no interference by the Com- 
mission except and unless there was conflict between what the 
railroad proposed doing and the public interest. His opinion 
was for a continuance of the policy in effect while he was the 
Commission’s director of finance. 

A. H. Harris, vice-president of the New York Central, said 
that in one year of effort by that company it had been able to 
sell 5,000 shares of its stock to employes. The company circu- 
larizes them regularly and tries to interest them into becoming 
partners in the business, but, thus far, it efforts to sell its ow? 
securities have not been a great success. Commissioner Hall was 
particularly interested in that phase of the subject. The testi- 


mony on the point was that large refunding operations could 
not now be undertaken on that basis because, as a rule, the 
money for investment is in New York and other eastern points. 
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WINDWARD ISLANDS SERVICE 
Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; 
San Juan, Porto Rico; Guadeloupe; Martinique, Barbados and 


Trinidad. Also North Coast of South America and Curacao as sufficient 
cargo offers. 












} Rand McNally & Co. 












EUROPEAN SERVICE 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 


ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager 


- C. McLAUGHLIN, Manager 
KANSAS CITY OFFICE: 1039 New York vk Life Building 
- FORD, Manager 
NEW YORK mavesbinniienanine. W. E. HEDGER-JENKS CO., Inc. 
25 Beaver Street 


CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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SPEEDY, 
ACCURATE, 
v3 AND 
d ACCOMMODATING 
wo | PERFORMANCE 
| Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 
7} es se e e a " 
eS _ Sass List of Direct Connecting Rail Lines: 
— | nee | Sin | oo | | % ‘ Aransas Harbor Terminal Railway 
con. a 30% < 20 «* 22 « 20 << i. Fredericksburg & Northern Ry. 
uston..... 324hrs |_..... 3 ” pd 4 rd E+ = Gulf Coast Lines 
ling —S Antonio! 23 | 285 nS | Gulf Colorado & Santa Fe Ry. 
Below is approximate service in days from following cities and River Crossings: ES International & Great Northern Ry. 
Missouri, Kansas & Texas Ry. 
NN ————E—E—EEEEE———_———ee Southern Pacific Lines 
—__Wace__|__eusten__ | _San Antonio _| Corpus Christi /__Alice__ iLarede via Ales] §=©_ Ss. Antonio, Uvalde & Guif R. R. 
bee! ay 344 aa: + is — San Antonio Southern Ry. 
e 5 a” eee 4 6 se 4 «se St. Louis Southwestern Ry. (Cotton Belt) 
New Orieans| 3 days 3% ee, Ss « a 3% * Sugar Land Ry. 
Proportionate service to above is rendered to all intermediate points. ty ggg 









THE TRAFFIC WORLD Vol. XXX, No. 19 


ues teeters FACIF IC LINES 


=) OFFLINE AGENCIES 
© GATEWAYS 























YG a ws a p 
evelan ® Ot) : 
@ . pittsbut Fiore : 
Louis cincinnati ® 


st Lou?” 
@0 aroma 
f ison 


f 
< yeport @pirming” 
GJ 


kre 












@ memphis 
jar'é 
@ At 


fe) 





Where to reach them 


The Apache Trail Highway 


— ALL MOTOR MOUNTAIN TRIP — 


TRI-WEEKLY sleeping-car service has been resumed between NEW ORLEANS 
and GLOBE, Arizona, enabling transcontinental passengers to make the 120-mile 
detour by automobile over the APACHE TRAIL HIGHWAY between GLOBE and 
PHOENIX with convenience and comfort. DAILY through sleeping-car service is 
also in operation between PHOENIX and LOS ANGELES. The detour can be made 
without the loss of a business hour—arriving Los Angeles at 7:55 A. M. instead of 
the previous night. 


SEE ROOSEVELT DAM—one of the world’s most stupendous engineering 
accomplishments—which has transformed over 200,000 acres of desert waste into 
bounteous fertility. 


Take the 


Sunset Route 
* California 


Every mile a Scene worth while 


Apply to nearest SOUTHERN PACIFIC representative 
for detailed information, rates and_ reservations 









